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_A Better Way 


to Pack Small Parcels and 


Stow Miscellaneous Articles 


in Your Shipping Boxes 








HE packing and shipping of packages 
of different sizes and shapes presents 
many problems. Straw and excelsior 
prove unsatisfactory. They cause too much litter and muss—besides, 
they fail to supply adequate protection. 


Hinde & Dauch Single Faced Corrugated Paper 


Has solved the problem for many concerns. Packages of many different sizes and 
shapes are quickly made up—no muss or litter—breakage Joss reduced to a min- 
imum. For lining, covering and padding purposes it is the one practical material, 
both from the standpoint of efficiency and of economy. 


Used by Retail Stores -Wholesalers-Manufacturers 













Department . stores, retail stores of all for their use. “How to Pack It” 
kinds doing business by mail—mail order tells you just what you want to 
concerns—wholesale houses—as well as know about the packing of odd size 
many manufacturers making a _ large shipments. Will be sent without charge 


number of unstandardized shipments, or obligation. State the nature of your 
find H. & D. Corrugated Paper ideal shipments. 





The Hinde & Dauch Paper Co. 


303 Water Street Sandusky, Ohio 
Canadian Address: Toronto, Ganada ’ 
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THE TRAFFIC WORLD 


Leading Commercial and Traffic Organizations 
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‘ and securing better un- 
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of present laws where con- 
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Presiden 
‘Traffic Depart oe 
=e ot Beets and 
EXxchange. 


w. HY Chand atone be ke aas Vice-President 
oncar he gam, 
T. M. Crane Co., 836 South Michi- 

F. Facey. Chicago, Spevetary 


§& North La Salle St., Chicago 
Commercial Traffic Managers of Philadel- 
[~~ by mag B. Grieves, Pres.; T. Noel 
» Philadelphia, Pa. 
National Implement and Vehicle Associa- 
We Evans, Freight Trf. Maer. 


American Trust Bldg., cago, Ill. 
Northern vane Manufacturers’ Associa- 
H. Childs, » Minneapolis. 


Ry Sich Association, In charge of 
Industries located at Sterling 
and Rock Falls, ill. 
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SPECIAL OFFER 





TO 


TRAFFIC WORLD SUBSCRIBERS 


Personal Replies by Mail or Wire to . 
Legal or Special Service Inquiries 








Book of 5 Legal Coupons $5.00 Good Within 1 Year ei 
4«é 6é 12 6“ ce $10.00 ae “ee 66 
4é 4é 10 Service sé $5.00 éé « “é ec 
sé &é 24 sé 6c $10.00 ce sé 6é 6é 


Single Legal Inquiries $1.00 
$0.75 


Let Us Give You The Details 
TheTraffic Service Bureau 


505 Colorado Bldg. 
WASHINGTON, D. C. 


418 So. Market St. 
CHICAGO 








The Memphis Fre ht Bureau. L. R 
Donelson, G. Thomas, Vice- 
Pres. ; James s.’ Davant, Commissioner, 
Memphis, Tenn. 

Traffic Bureau of Associated Industries, 
Central Manufacturing District. Knee- 
land Ball, Pres.; H. D. Eberly, Vice- 
Pres.; B. T. Rath, Secy. and Traffic 
Director, Chicago 

National eaiinn af of Commission Merchants 
of the United States. John C. Scales, 
Pres.; Chicago, IlL; R. S. French, Busi- 
me § Manager, 90 West Broadway, New 

ork. ; 


TRAFFIC CLUBS. 


Baltimore Traffic Club. H. R. Lewis, 
Pres.; C. C. Kailer, 

Birmingham Traffic’ and Transportation 
Club. T. L. Hill, Pres.; . Bryan, 


Secy 

Brooklyn Traffic Club. E. 1s  seapetat Jr., 
Pres.; J. H. Branigan, 

Buffalo. Transportation Club, “J. H. Me- 
glemry, Pres.; Henry Adema, Secy. 

Chicago Tratte Club. F. L. Bateman, 
Pres.: W. Wharton, Secy. 

Chica \@ Transportation eenelation. A. D. 
Da Pres.; W. I. Chudleigh, Secy. 
Cincinnatl. —Traffic Club of the Chamber 
of mgt a B. H. Potency chair- 

man: T. MeLaughlin, Secy. 
Cleveland Traffic Club. M. F. Doyle, 
Pres.; E. R. Bardgett, Secy. 
Dallas ‘rrafne Club. Mark Ford, Pres.; 
Cc. E. Hinds, Secy. 
Dayton, O.—Traffic Club of the Greater 
ayton Association. J. Cobey, 
Pres,; E. G. Biechler, Secy. 

Denver ays jag Traffic Club. F. M. 
Andrews, Pres.; Flickinger, Secy. 
Detroit Teamieebentsoe Club. Arthur 
Maedel, Pres.; J. M. Robinson, Secy. 
Erie Traffic Club. E. F. Smith, Pres.; 

M. W. Eismann, Secy. 
Fort Worth Transportation Club. E. C. 
Price, Pres.: E. E. Wyatt, Secy. 
iW.—Greater Freeport Traffic 
wr Jenner, Pres.; F. F. Pep- 


perdine, 
Grand Mapide Traffic Ne L. M. Mac- 
Pherson, Pres.; ; ory Secy. 
= erate Gun. R. H.: Spencer, 
Pres. . A. Leffingwell, Secy. 


indlana +4 _ ae Ciub. Wil- 
. Stone, Secy. 


Jacksonville “Traffic Club. R. H. May, 


Pres.: Cc. ~ og Secy.-Treas. 
Kansas: City nl Raliboad Club. Wal- 
; Claude Man- 
oe Secy. 


Kansas City Traffic Club. John W. Mc- 
Coy, Pres.; Alfred A. Wild, Secy. 

Lima Transportation = oyd P. Sher- 

ri Pres.; D. L. Secy.-Treas. 


y.- 

Los Angeles tone € “Association. 
Thurston, . Smith, Secy. 

Louisville Transportation Club. H. H. 
Hughes; Pres.- ——" Secy. 

Milwaukee Traine Siu. Murawsky, 
Pres.; F. Fultz, Secy. 

Minneapolis 7 ame Club. I. H. Caswell, 
Pres.; J. E. Lindquist, Secy. 

Newark Traffic Club. Arthur Hamilton, 
Pres.; Roy S. Busby, Secy. 

New England Traffic Club, Boston. W. 
P. Libby, Pres.; C. A. Anderson, Secy. 

New York the tan Club. — A 
Gantt, Pres.: C. A. Swope, Sec: 

Omaha Traffic Club. C. D. Blaine, Pres. ; 
B. J. Drummond, Secy. 

Peoria Transportation Clu. T. A. Grier, 


Pres.; C. H. Gillig, 
Philadelphia” Traffic club, Dp. C. Hunter, 


Pres.; Sickel, Secy. 
Pittsburgh Traffic Club. E. F. Austin, 
Pres.; A. Orr, Secy. 
Portland Transportation Club W. C 
Wilkes, Pres.; W. O. rt Secy. 


Rockford Traffic Club. J. H. Miller, Pres. ; 
L. E. Golden, Secy. 

Sait Lake Ci be yg Ciub. A. 
R. MeNitt, y. Rowland, Secy. 

San Francisco Transportation Club. J. 7. 
Handlon, Pres.; James G. Mel Secy. 

Seattle Transportation Club. W. 
Pres.: F. C. Nessly, Secy.-Treas. 

Spokane Transportation on, Vv. G. 
Shinkle, Pres.: R. W. Franklin, Secy. 


St. re Railroad Club. E. m | Speer, 
Pres Secy. 

st. Louis” Trame Club. H. M. Adama, 
Pres, ; Crilly, Secy. 

Toledo ‘pesesaet eatin Club. a W. Eg- 


gers, Pres.; Harry S. Fox, Sec 
bg <n Traffic Association. J. Fr ‘Haskell, 
Samuel E. Lux, Secy.-Treas. 
Washington Traffic Club. J. C. William- 
son, Pres.: W. RB. Peckham. Becy. 


NEW BOOKS 


The Panama Canal and Commerce 


Johnson 


Chapter Headings 


The reason for its building—The canal and 


the length and time of ocean voyages—Serv- 
ices through the canal—The canal and freight 


rates—The canal and the domestic trade and 


industries of the United States—The canal 
and the foreign trade of the United States— 
The canal and the American Marine—Europe’s 
in the canal—Competition of the 
' Suez and the Panama routes—Fuel supplies 
and costs via the canal and alternative routes 
—Panama canal tolls—Tonnage rules—Ad- 
ministration—What happened when the slides 


closed the canal. 


road 
Small 8vo. 





Illustrated with maps and diagrams 


Principles of Railroad Transportation 


Johnson 


An up-to-date treatise on all phases of rail- 
transportation, 
Cloth binding, $2.60. 


profusely illustrated. 


For sale by 


THE TRAFFIC SERVICE BUREAU 
418 South Market Street 


CHICAGO, ILL. 
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PRACTICING BEFORE THE 
INTERSTATE COMMERCE 


COMMISSION 


THOMAS L. PHILIPS 
ATTORNEY AT LAW 


Sulte 1806, Third National Bank Bidg., 
ST. LOUIS, MO. 
ly atto Missouri Padéific and 8t. L., I 
Ao hi en! Denver & Rio — R. 
American Refrigerator Transi Counsel 
= a Commerce and Public Service and Util- 
ity Commission cases. — : : 


M. 
R. 











LITTLEFORD, JAMES, BALLARD & FROST 


803-4-5-6-7-8 WESTORY BUILDING, 


WASHINGTON, D. C. 


(Also GWYNNE BUILDING, CINCINNATI, OHIO.) 


INTERSTATE Be - COMMISSION CASES, PUBLIC UTILITY AND SERVICE Spare CASES, AND 
EDERAL TRADE COMMISSION CASES ONLY AT WASHINGTON, D. C., OFFIC 


Francis B. ‘aaa (Commerce Counsel) in charge of Washington, D. C., 
Wayne P. Ellis (Commerce Accountant and Statistician) and Clarence B. 


merce Expert), 
merce Counsel) are associated. 


Arthur B. Hayes 


ATTORNEY AT LAW 
Colorado Building, Washington, D. C. 


Former Member of the Department of Justice as 
Solicitor of Internal Revenue 


Interstate Commerce Litigation 
a Specialty 


RICHARD TOWNSEND 


COUNSELLOR AT LAW 


Commerce counsel, practicing before In- 
terstate Commerce Commission and Pub- 
lic Service Commissions. Six years’ prac- 
tical experience in traffic matters. 


829 OLIVER BLDG., 
PITTSBURGH, PA. 


John R. Walker 


COMM —_ * COUNSEL 


Southern Hardwood Traffic Association. 


Cooperage Traffic Association. 
The Lumbermen’s Bureau. 


808-819 Munsey Bidg., Washington, D. Cc. 


John B. Daish 


Interstate Commerce Cases Only 


602-606 Hibbs Bidg., Washington, D. C. 





Gustavus B. Spence 


Consulting Counsel 
Interstate Commerce Cases Only 


Formerly with the Interstate Commerce 
Commission . 


409-410 Congress Building 
DETROIT, MICHIGAN 





B. G. Dahlberg 


COMMERCE EXPERT 


Watson & Abernethy 


ATTORNEYS AT LAW 


Specialists in Commerce Cases 


1601-20 Pioneer Bidg. 
421 New York Life Bidg. 


St. Paul, Minn. 
Kansas City, Mo. 


R. W. Ropiequet 
ATTORNEY AT LAW 
Interstate Commerce and Public 
Utilities 

: _ Murphy Buljding, East St. Louls, tl. 
506 Mermod & Jaccard Bidg., St. Louls, Mo. 


Charles Conradis 


Practices before the 
Interstate Commerce Commission 


418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bidg., Washington, D. C. 


Walter E. McCornack 


Formerly attorney for Interstate Com- 
merce Commission; Counselor at Law 





Suite 956 First National Bank Blidg., 
Chicago, Ill. 


Author of “INTERSTATE COMMERCE,” an 
authoritative legal treatise on the Federal regu- 
lation of interstate commerce and common carriers. 


HARRY C. BARNES 


Commerce Attorney and Counselor 


Specialist in all matters appertaining to interstate 


commerce. Practitioner b-fore the Inter- 
state Commerce Commission. 
Union Trust Buildin Southern 
CINCINNATI, OHI WASHINGTON, D.C 


offices, 


where E. E. Wilibbhade (Com- 
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Hal H. Smith 


(Beaumont, Smith @ Harris) 


Practices Before Interstate Com- 
merce Commission 


1123-28 Ford Bldg., Detroit, Mich. 





H. R. Small 


Practices Before the Interstate 
Commerce Commission 


1605-14 Pierce Bldg., St. Louis, Mo. 








Jean Paul Muller 


ACCOUNTANT AND _ATTORNEY-AT-LAW 

420-424 Woodward Bidg., Washington, D. C. 

Cases Involving Financial and Operating Analyses. 
Vost of Service Tests and Comparisons, and other 


Rate Litigation before State and Federal Commis- 
sions and Courts. 





Blackmar & Bundschu 


Attorneys and Counselors 


Sulte 904 Commerce Buliding, Kansas City, Mo. 


Special Attention to Rate Cialms 
and Practice Before interstate Commerce Commission 


RAYMOND M. HUDSON 


ATTORNEY ATLAW_ | 
BOND BUILDING, WASHINGTON, D. C. 


Practice before U. 8S. Supreme Court, U. 8. Court 
of Claims, D. C. Court of Appeals. D. C. Supreme 
Court. Va. and Md. Courts, Executive Departments, 
Congressional . Committees, Federal Reserve Bovard, 
Federal Trade Commission, Intersta Commerce 
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BORDERS, WALTER & BURCHMORE 
1630 First National Bank Building, Chicago, III. 


M. W. Borders 
CORPORATION, INSURANCE 
AND ANTI-TRUST LAWS~_ 


Luther M. Walter 


John S. Burchmore 


Formerly Attorneys for Interstate Commerce Commission 


ALL MATTERS AFFECTING 


CARRIERS AND PUBLIC UTILITIES 


As a Friend of THE TRAFFIC WORLD, please mention this paper in writing to attorneys. 
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CLINCHFIELD ROUTE 


Fast Daily Freight Service via 


CLINCHFIELD ROUTE 


(Carolina, Clinchfield & Ohio Railway) (Carolina, Clinchfield & Ohio Railway of South Carolina) 
TO THE 


CAROLINAS AND SOUTHEAST 


Through Train Schedules 
Southbound 
(Train No. 92) 

















TIME FROM 
CINCINNATI 













Leave Cincinnati, O., via Chesapeake & Ohio Ry....... 7:15 P. M. (Monday) ...... 

Leave Ashland, Ky., via Chesapeake & Ohio Ry........ 4:00 A. M. (Tuesday) ...... 9 Hours 
Leave Elkhorn City, Ky., via Clinchfield Railway....... 4:30 P. M. (Tuesday) ...... 21 Hours 
Arrive Johnson City, Tenn., via Clinchfield Railway..... 11:30 P. M. (Tuesday) ...... 28 Hours 
Arrive Marion, N. C., via Clinchfield Railway............ 7:00 A. M. (Wednesday) ...| 36 Hours 
Arrive Bostic, N. C., via Clinchfield Railway............. 8:25 A. M. (Wednesday) ... | 37 Hours 
Arrive Spartanburg, S. C., via Clinchfield Railway ........ 10:30 A. M. (Wednesday) ... | 39 Hours 





Prompt and reliable service to points in the 
CAROLINAS AND SOUTHEAST 
Beyond the Clinchfield Railway through close connection at 
MARION, BOSTIC AND SPARTANBURG 









APPROXIMATE TIME OF DELIVERY AT REPRESENTATIVE DESTINATIONS 












DESTINATION See Coe DESTINATION Sa DESTINATION TIME FROM 
CINCINNATI CINCINNATI CINCINNATI 
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Anderson, S. C.... {Third Day Columbia, S. C....|Third Day Laurens, S. C...... Third Day 
Athens, Ga........ Fourth Day |Greenville, S. C....|Third Day Macon, Ga........ Fourth Day 
Atlanta, Ga.......: Fourth Day |{Greenwood, S. C.../Third Day Raleigh, N.C...... Fourth Day 
Augusta, Ga....... Third Day Greensboro, N. C..|Fourth Day |Savannah, Ga...... Third Day 
Charleston, S. C...|Third Day Hamlet, N.C...... Third Day Wadesboro, N. C.. | Fourth Day 





Charlotte, N. C....|Third Day Jacksonville, Fla...|Fourth Day |Wilmington, N. C..|Fourth Day 












Equally as good time to other Carolina and Southeastern Points. 





Close connection is made at Cincinnati, O., and Ashland, Ky., from all Northern and Western 
shipping points. 





For Prompt, Reliable, and Uniform Service Ship via the 


CLINCHFIELD ROUTE 


Special attention to Claims, Tracing and other traffic ques- 














Prompt and accurate rate quotations. 
tions of interest to shippers. 


CLINCHFIELD ROUTE 


THEO. DEHON, General Southern Agent, J. W. BOTTORFF, General Western Agent, 
Spartanburg, S. C. Cincinnati, Ohio 


J. J. CAMPION, Vice-President, Johnson City, Tenn. 
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Road Graders for Pershing 


Loading the Big Machines 


Pershing needed road-graders—immediately, if not before. 
The highway between his base of supplies in the United 
States and the front “somewhere in Mexico’ required 
immediate repairs. 


The emergency called for special service. Wells Fargo was asked to 
tackle the job. 


In the shortest possible time the six big machines were loaded in end- 
door express cars, and rushed to the border on fast passenger trains. 


Do you realize how helpful Wells Fargo can be in an emergency—to you, 
for instance? More than once it has saved the day. The next time you 
need speedy, responsible, special service call the nearest Wells Fargo 
office. You can rely on getting personal attention. 


iQ 


It Goes Well If It ea Goes Wells Fargo 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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SHIPPER’S RIGHT OF APPEAL 
Against railroad regulation as practiced now, there 
are two large complaints. One is that the railroads 
are ground between the upper and nether millstones of 


federal and state control. The other is that shippers. 


have no direct and certain way of challenging the 
quality of the Interstate Commerce Commission’s 
decisions in matters of law. 

That the Newlands committee appointed to investi- 
gate the present system of regulation will go fully into 
the conflict and friction between state and national 
control is certain. Indeed, that is generally accepted 
as having been the primary purpose of the movement 
which has resulted in the decision to make the investi- 
gation. That the matter of the shipper’s right of ap- 
peal will also be presented to the committee we have 
no doubt. That it will be presented forcibly enough 
to have some effect and result in some relief, is our 
hope. This investigation under the Newlands reso- 
lution, it must be borne in mind, is not merely an in- 
quiry for the relief of the railroads. It is an inquiry 
into the efficiency of our present system of regulation 
and shippers as well as carriers are to be heard and 
should be heard. There is a place for them on the 
program as now contemplated and we hope they will 
realize their opportunity to do something more than 
merely to reply to the suggestions of the carriers. 

Shippers generally know less than they should con- 
cerning the hobbles that fetter their feet whenever they 
undertake to move toward a court with a view to hav- 
ing tested a law question vitally affecting their inter- 
ests. In a general way of speaking, a railroad is the 
only party to a proceeding before the Interstate Com- 
merce Commission that has access to the courts. That 
statement is without limitation when the matter com- 
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plained of is a so-called negative order of the Commis- 
sion. An order of that kind is one in which the Com- 
mission dismisses a complaint or one in which that 
body declines to make a specific order requiring a rail- 
road to comply with the views of the Commission set 
forth in its report on a given matter. 

When a complaint has been dismissed the shipper 
might as well stop crying for the relief which he 
sought when he filed his original paper. As a prac- 
tical matter he is “down and out.” The one notable 
exception to that rule of “down and out” is that of 
the Humboldt Steamship Company. Its complaint was 
dismissed by the Commission on the ground that the 
Commission had no jurisdiction over carriers in 
Alaska. The company went to the Supreme Court of 
the District of Columbia and procured a writ of man- 
damus requiring the Commission to receive and con- 
sider the complaint. No other instance in which a 
court, by such a writ, has required the Commission to 
entertain a complaint can be recalled. It is doubtful 
whether there has ever been another. Not many com- 
plaints by shippers raise so distinct a question of law. 
The courts are loath to take jurisdiction over suits in 
which a shipper questions the soundness of the Com- 
mission’s construction of the law of its creation. Their 
inclination, as indicated by the language of numerous 
decisions, is to regard whatever the Commission does 
as purely an administrative’affair in which it has ex- 
ercised the discretion vested in it by the Act to regu- 
late commerce, rather than as a construction of the 
act itself. 

What is wanted, then, is a change in the law to 
give shippers the right to take to the courts negative 
orders of the Commission. 


SHARING THE LEMON 
Though we take no stock in the theory that, if the 


Adamson eight-hour law is sustained and the rail- 
roads are compelled to pay their trainmen a full day’s 
pay for eight hours of work, then the converse is also 
true and the railroads are actually prohibited under 
the law from paying a trainman a day’s wage for less 
than eight hours of work, still the roads seem to be 
working on a very pretty little scheme to reduce the 
amount of overtime pay under the new law and to 
make the trainmen eat a little of the lemon they 
handed their employers: in bringing about the enact- 
ment of the legislation. 

The effect of the plan discussed would be to com- 
pel every trainman to work eight hours each day, and 
no more. Thus, the man who has had a fancy or pre- 
ferred run of only six or seven hours with a full day’s 
pay would be compelled to complete the day, for in- 
stance, by taking his train back toward the point from 
which he had just come; and a man whose run takes 
ten hours would be taken from his train at the end 
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of eight hours and another man substituted. The 
man whose time was thus increased from six or seven 
hours to eight hours would be compelled to work an 
hour or two longer than he has been working, for the 
same pay. He would get much the worst of it. The 
man whose run was cut down from ten hours to eight 
hours would get the same pay for two hours’ less work, 
but he would be put to the inconvenience of either 
moving from the place where he now lives at the ter- 
minal of his run or using some means of locomotion 
in getting to and from that point, several miles away, 
to take his train every day. 

It appears to us that the roads would be within their 
rights in making such a readjustment, that they would 
save money by it, and that the plan would be prac- 
ticable, though it would entail much work of reorgan- 
ization and cause much annoyance and dissatisfaction 
among the trainmen. Perhaps this annoyance and dis- 
satisfaction might even rise to a point where another 
strike would be threatened. We do not imagine that 
the roads, generally speaking, would be frightened by 
that thought. They were ready for the strike last 
September and they would probably rather have had 
it than to have it settled by the Adamson law, if that 
law is held constitutional. Certain it is that a thing 
is never settled until it is settled right and on that 
theory the strike, or renewed threats of one, might as 
well come. We couldn’t get a much more hasty, un- 
fair and unbusinesslike settlement than the one that 
has been thrust upon us by Congress, that is sure. 
Quite likely, with the heat and prejudices of the cam- 
paign out of the way, we should get a much better 
one. 


EIGHT-HOUR LAW COMMISSION 

Is the unwritten law of Washington, D. C., that 
the request of the President is equivalent to a com- 
mand, powerful enough to override the provision of 
the written law of the Act to regulate commerce that 
“said commissioners shall not engage in any other 
business, vocation or employment?” Or does Presi- 
dent Wilson hold that because the task will be tem- 
porary, or because he, perhaps, does not intend to 
pay him anything for his work, the service of Inter- 
state Commerce Commissioner Clark as a member of 
the commission of three provided for by the Adam- 
son eight-hour law to observe the operation and ef- 
fects of that law, cannot be regarded as coming under 
the head of “other business, vocation or employ- 
ment ?” 

In either case, the appointment is a bad one, not 
because Mr. Clark is incompetent or likely to be un- 
fair, but because his entire time is needed by the In- 
terstate Commerce Commission, which has represented 
itself to Congress and which really is head-over-ears 
in work—-so much so that it is asking for an increase 
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in its membership. It is not right to expect these 
commissioners to work day and night as a regular 
thing, but if they are going to work all the time it 
should be at their jobs and not at something else. 
Any time that Mr. Clark gives to the work made nec- 
essary by his new appointment will be time that should 
have been spent attending to the business of the Inter- 
state Commerce Commission. That Commission has 
no eight-hour rule of labor so that when the whistle 
blows a member may lay down his tools and go about 
some other business. He is expected to stick to his 
job to the limit of his endurance. It may be an in- 
considerate government that requires such strenuous 
service of him, but that is what it pays him for, never- 
theless. If one of the members is withdrawn from this 
work for a time—even for a few hours each day—the 
burden of the others is increased. Besides, the work 
of the eight-hour commission itself is a real job for 
three live men and it is entitled to the time and thought 
of those appointed to do it. We greatly fear that 
President Wilson, in this appointment, was influenced 
by the thought that the selection of a member of the 
Interstate Commerce Commission would inspire gen- 
eral confidence and that the fact that Mr. Clark is a 
railroad trainman would make things solid with the 
labor unions, rather than by a high regard for the 
law and the general fitness of things. 

Otherwise the appointments to the new commission 
are to be commended. There was no attempt made to 
pack it politically. Both Mr. Clark and Mr. Rublee 
are Republicans, or, at least, not Democrats, the lat- 
ter being generally considered a Progressive. His 
appointment to the Federal Trade Commission was 
not confirmed by the Senate, but this was for political 
reasons. He is regarded as an able man. Mr. Clark, 
though a trainman himself, has a reputation for fair- 
ness and he is certainly competent. As to General 
Goethals, we suppose no stronger man could have been 
chosen for chairman. It has been suggested that be- 
cause he put into effect an eight-hour day in the Pan- 
ama Canal Zone he might be prejudiced in favor of 
the Adamson eight-hour law. But probably no one 
knows better than General Goethals the difference be- 
tween the genuine and the bogus, and it will not take 
him long to discover, if he does not already know, 
that the Adamson law can by no stretch of the imag- 
ination be made to mean an eight-hour day. It merely 
provides that the railroads shall pay for eight hours’ 
work the same amount that they have been paying 
for ten hours’ work. In the Canal Zone no one is 
permitted to work more than eight hours a day except 
in cases of emergency, and then there is no pay for 

overtime, the men working on a monthly basis. One 
may be ever so much in favor of the eight-hour day 
without being in love with the Adamson law, 








October 14, 1916 








Current Topics 
in Washington 


Submarines and Gulf Ports.—The 
submarine raid off the New England 
coast, causing the imposition of new 
embargoes on export stuff, so far as 
the Atlantic ports are concerned, may 
result in a larger use of Gulf ports, 
especially for the dispatch of pro- 
jectiles, under the fourth section 
order equalizing New York and Gulf 
ports. The order was issued October 
7, the day the German submarine 
which did the raiding put into Newport, gave an Associ- 
ated Press reporter a letter to mail to Ambassador Bern- 
storff, and departed, without asking for supplies of any 
kind and without even saying auf wiedersehen. The 
fourth section permission was granted, of course, without 
thought of the possibility of the course of export traffic 
having to be changed from the Atlantic to the Gulf coast. 
It is doubtful whether the British consul-general in New 
York, who is the traffic director of the allies in this coun- 
try, even knew of the application the southern roads had 
made for permission to carry shells to the Gulf ports 
for the rates the east and west lines exact on such traffic 
moving to the Atlantic. Then, again, it is not improbable 
that he was consulted in advance and asked to distribute 
his business, just as carriers would ask any other shipper 
to distribute tonnage. At present the consul-general is 
the most important single shipper in the United States. 
When he says there is space on ships arriving at Ameri- 
can ports, AMerican manufacturers who have stuff to send 
abroad receive permits to ship from the traffic managers of 
the railroads. It is no use for any man to send export goods 
to a port in advance of a permit based on the nod of 
the consul-general. The fact is, none of the east and west 
lines would accept export shipments without such a per- 
mit. Their embargo notices exempt them from the duty 
of accepting such freight. Some day it may be necessary 
for Congress to give the Commission power more closely 
to supervise embargoes. At present it can take hold of 
them only on a showing of undue discrimination—which 
is a hard thing to do when the representative of a foreign 
government, by reason of the control foreign governments 
are exercising over ships entering and leaving American 
ports, is the man who can force any railroad to keep on 
its embargo by simply refusing impartially to distribute 
his favors among the various transportation lines. 











Burleson and the Commission.—Albert Sidney Burleson, 
Postmaster-General, accused, in effect, of sharp practice 
in asking the Commission, without notice to the railroads, 
for its consent to install the space basis on ninety per 
cent of the railroads which receive ninety-eight per cent 
of the money the government pays out for mail transporta- 
tion, is an inharmonious note in the regulation of railroads 
as practiced by the Interstate Commerce Commission. It 
is so seldom any railroad or any shipper tries to “put 
over” anything in dealing with the Commission that Mr. 
Burleson stands out. The long negotiations between the 
railroads and the shippers in the matter of export rates 
on iron and steel constitute, it is believed, the best evi- 
dence of the confidence the railroads and the shippers 
have in each other. In their memorandum to the Com- 
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mission, asking it to define the terms for the testing of 
the two bases of railway mail pay, attorneys for the rail- 
roads frankly said there had been a bitter controversy 
between themselves and the Postmaster-General, not 
merely as to which is the better way, but as to the fair- 
ness and accuracy of the “statistics” which the Postmaster- 
General has kept and sought to use in the controversy. 
The railroad lawyers, in their memorandum, quoted the 
report of the conference committee in Congress to show 
that the object of the legislation was to afford a fair test 
between the two bases, and, by inference, asked how such 
a comparison was to be made, if one system was discarded 
and the other installed on less than thirty days’ notice 
to the carriers. Frankly, what the Postmaster-General has 
done leaves a bad taste in the mouths of those who know 
about railroad regulation and raises the question as to 
how Mr. Burleson obtained the “consent” of the Com- 
mission to do what he proposes. 





Cotton Farmers Displeased.—If newspaper reports are 
to be believed, the Adamson eight-hour law is not well 
received by the cotton farmer of the South. The head 
of the Texas branch of the Farmers’ Union is reported as 
having asked why, if Congress can fix the wages of train- 
men, it was not possible for it, two years ago, when cotton 
was down to six or seven cents a pound, to say that the 
buyer of the staple should not pay less than twelve cents 
a pound. He is also represented as asking why men 
whose labor is much less burdensome than that of the 
farmer should receive an advance in wages such as will 
force an advance in freight rates on cotton, every penny 
of which is paid by the farmer. The freight rate from 
the point of production to a port is always deducted from 
the price the farmer receives. The intelligent farmer in 
Texas knows, when he sees the Galveston quotation, ex- 
actly what will be offered to him at any point in the 
Texas freight rate blanket. It will always be the fifty- 
two or fifty-three cents of the freight rate, plus enough 
to make even change, per 100 pounds less than the Gal- 
veston price. The cotton market is so organized that 
the farmer, if he can accurately grade his cotton, knows 
exactly what he will receive from the buyer. The grain 
market in the North is almost as accurately adjusted. 
The grain farmer, therefore, can figure, if the advance 
in wages causes a one or two cents increase in grain 
rates, how much he will have to contribute toward making 
up the higher wages of the trainmen. The majority of 
men, however, are not so well supplied with basic figures. 
If, however, the increase in freight rates must be large 
enough to make up $50,000,000, the head of a family of 
five can easily figure that his contribution to the train- 
man’s increased wage will be $2.50 a year, or just about 
the price of two shirts or one pair of shoes for Willie, or 
the cost of the raw material for a dress for Mary. The 
trainman, or his Willie, or his Mary, may need the things 
mentioned more than the Willie or Mary of the grain or 
cotton farmer, but, according to the Texan quoted, the 
Texas farmer is inclined to say “no” to every proposition 
of that kind. 





U. S. Supreme Court Docket.—While the docket of the 
Supreme Court of the United States for the term begun 
this week is smaller than for a number of years, there 
having been only 675 cases docketed on October 10, a 
large percentage of the cases pertain to questions arising 
under the Act to regulate commerce—railroad cases, to 
use popular terminology. Among the cases are the Manu- 
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‘ facturers’ Railway Company of St. Louis, testing the right 
of the Commission to prescribe a rate of $2.50 a car for 
the services rendered to the trunk lines in switching cars, 
or delivering them, as that terminal road asserts, notwith- 
standing a showing by it that that allowance will not 
cover the cost of the service; also whether those who 
receive freight on that railroad are not unjustly discrimi- 
nated against because the Commission has ordained that 
that allowance shall be added to the St. Louis rate in- 
stead of absorbed, the effect of-the Commission’s ruling 
being that the proprietary interests are compelled to op- 
erate that railroad, to perform their own switching at 
their own expense, while the trunk lines make deliveries 
over other terminal railroad lines at the expense of the 
.road having the line haul. There is the back-haul case 
from California and the commodities clause feature of the 
anti-trust prosecutions of the Lehigh Valley and the Read- 
ing. The government filed a motion to have the Lehigh 
and Reading cases advanced, and they were argued this 
week. Another railroad case, not, however, arising under 
the Act to regulate commerce, is that involving the valid- 
ity of the Michigan two-cent fare law. Inasmuch as the 
Commission, as far as it can, has wiped the [Illinois 
two-cent fare law off the statute books, the Michigan case 
might be taken as presenting a moot question. However, 
it does not. The Michigan railroads are trying to have 
the law wiped off by the courts on the ground that it con- 
fiscates their property. The Commission wiped the Illinois 
law off the books, not on any such ground, but on its 
finding that it constituted an undue burden on interstate 
commerce. A passenger law might not be confiscatory, 
but yet unduly burdensome. 





Nashville Switching Case.—The poor and the Nashville 
switching case are with us always. The government, Oc- 
tober 10, filed its brief in the latest phase of the latter. 
It contends, mainly, that the Supreme Court has already 
passed on the questions raised in this case. The Louis- 
ville & Nashville, of course, admits nothing of the kind. 
It will admit that the Supreme Court held that it would 
have to switch for the Tennessee Central, and it is pre- 
pared to do so. But it filed tariffs fixing the prices it 
proposed to charge the Tennessee Central. The Commis- 
sion fixed lower prices. The Louisville & Nashville says 
the Commission-made price is less than the cost of the 
service. The question now is whether the litigating rail- 
road can convince the court that the rates fixed by the 
Commission are below the cost of the service, plus a 
reasonable profit. If it can, then the Commission, no more 
than a state, can require the objecting railroad to perform 
the work for the Commission-made rates. A press notice 
concerning the issue in the case, given out at the Depart- 
ment of Justice, reiterates that the question at issue is 
as to whether the Louisville & Nashville and its affiliated 
railroad, the Nashville, Chattanooga & St. Louis, must 
switch for the Tennessee Central. That is the issue that 
was decided against them in 238 U. S. 1. A. E. H. 


ADAMSON EIGHT-HOUR LAW 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


There is no thought that Commissioner Clark will retire 
from the Interstate Commerce Commission on account of 
his acceptance of the President’s appointment to serve 
on the eight-hour commission, created by the Adamson 
law, to observe the workings of that statute and report 
thereon, in spite of the fact that the Interstate Commerce 
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Commission has reported to Congress that it has so much 
work to do that it is desirable that the membership be 
increased to nine. 

So far the eight-hour commissioners have done nothing 
toward even formulating a plan for carrying on their 
work. The law becomes operative January 1, so it will 
probably not be necessary for Mr. Clark to give much 
time before December 1 to the question as to how he 
shall perform the duties of his new assignment. If the 
work of the Interstate Commerce Commission is heavy 
at that time, whatever part of the twenty-four hours he 
gives to the wage controversy work will be that much 
taken from the hours he might have devoted to the con- 
sideration of rate problems. 

Mr. Clark has not said anything about his extra work, 
nor, for that matter, has anybody else, except those who 
raise the query as to whether he intends resigning from 
the Interstate Commerce Commission by reason of his 
acceptance. So far as anybody knows, there is no incom- 
patibility between the two tasks. 

The only instance in which comparisons might be drawn 
was the one created when President Wilson thought of 
having Associate Justice Brandeis sit as a member of 
the Mexican commission. Chief Justice White protested 
against taking Mr. Brandeis from his judicial duties to 
give time and thought to the other matter. The chief 
justice’s protect was effective. Mr. Brandeis did not ac- 
cept the assignment. 

Commissioner Clark’s qualifications to serve as a mem- 
ber of tne eight-hour commission are generally recog- 
nized. For years he was a conductor on a passenger 
train, and for years he served his brotherhood as chief. 
For still other years he has been settling disputes between 
railroads and shippers. ; 

Some persons might criticize him for having accepted 
the assignment because at the time it was made the 
Adamson law had become a political issue, although not 
all Republicans were opposed to it and. not all Democrats 
were in favor of it. But a request by the President of 
the United States to anyone in the government service 
is almost like a command. 

It has been assumed that Mr. Clark, if he were required 
to announce a decision in the matter, would say that he 
favored rather than that he disapproved the law, simply 
because of his affiliation with the Brotherhood of Con- 
ductors. He is a Republican, so that if the matter were 
purely partisan he would have to decide between his party 
and his brotherhood associates. The general thought is 
that he would stick to the brotherhood. 

No one who knows Commissioner Clark, it is suggested, 
will question his belief in any report on that subject to 
which he may attach his name, and no one who knows 
him will suspect him of having welcomed the assign- 
ment, because, if he is distinguished among those who 
know him for one thing more than another, it is his 
devotion to the thing he has in hand. In other words, it 
is believed he acted, in accepting the assignment, on the 
Washington rule that a request from the President is a 
command, without even suggesting to the President that 
it might be deemed unseemly for him to take an Interstate 
Commerce Commissioner away from a work that is known 
to be important and which, to avoid injustice to the 
parties to controversies, should be done within as short 
a time as compatible with good service. 


Real Eight-Hour Day. 
Not a line of information has been given to the Interstate 
Commerce Commission, so far as known, by the New York 
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Central or the Pennsylvania respecting their plans for 
making the Adamson act a real eight-hour day law. The 
plan was formulated in New York and is apparently based 
on the third section of the Adamson law, which says 
“that pending the report of the commission herein pro- 
vided for and for a period of thirty days thereafter, the 
compensation of railway employes subject to this Act for a 
standard eight-hour workday shall not be reduced below 
the present standard day’s wage, and for all necessary 
time in excess of eight hours such employes shall be paid 
at a rate not less than the pro rata rate for such standard 
eight-hour workday.” 

It is believed that when the plan comes on for public 
discussion the words, “and for all necessary time in excess 
of eight hours,” will be found to be the reason for the de- 
termination of the two big trunk lines to establish and en- 
force an eight-hour day of labor instead of the day of 
indeterminate length that is now in existence. The ques- 
tion is expected to arise as to what constitutes “all 
necessary time in excess of eight hours.” 

As now established, there are few freight or passenger 
train divisions the runs over: which can be completed 
within eight hours. The.query naturally has arisen as 
to whether the courts, in construing this statute, would 
regard it as “necessary” that railroads should require 
their trainmen to work the hours in excess of eight that 
would be needed for them to make the run between exist- 
ing division points. If the courts should hold there was 
no such compulsion upon the railroad managements, then 
the retention of divisions requiring more than eight hours 
of work would constitute violations of the Adamson law 
and subject general managers, general superintendents, 
division superintendents and trainmasters to the penalties 
provided by the statute. The penalty section of the. law 
reads as follows: “That any person violating any pro- 
vision of this act shall be guilty of a misdemeanor and 
upon conviction shall be fined not less than $100 and 
not more than $1,000, or imprisoned not to exceed one 
year, or bo 

The part of the law forbidding any decrease in the exist- 
ing standard day’s wage also carries the direction that 
“for all necessary time in excess of eight hours” the em- 
ploye shall be paid at a rate not less than the pro rata 
rate for such standard eight-hour work day. It is sug- 
gested that if the prohibition against any decrease in wages 
is constitutional, and therefore binding upon the railroad 
companies, it is also obligatory upon them, in the first 
instance, to decide whether they may lawfully establish 
runs which under ordinary conditions cannot be made 
within eight hours. 


According to the report coming to Washington from 
New York, the New York Central has fully decided that 
it may not lawfully require men to go out on runs that 
cannot be completed in eight hours under ordinary operat- 
ing conditions. Therefore, according to the report, the 
New York Central has decided to substitute an eight-hour 
work day for the present pay for a ten-hour day. It has 
decided that it cannot justify, as being necessary, runs 
the completion of which will ordinarily ‘consume more 
than the eight hours decreed as the standard of what shall 
constitute a work day. 


The answer to the query as to what effect the deter- 
mination of the New York Central and the prospective 
decision of the Pennsylvania will have upon the train- 
men, it is believed, will be obvious to anyone who knows 
anything about the actual operation of trains. If the 
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runs between the present division terminals cannot be 
completed in eight hours, the easiest remedy is either to 
decrease the length of the trains, thereby making their 
speedier operation possible, or to shorten the existing 
runs. . 


Trainmen Have Doubts. 


Reports are coming to ‘Washington that trainmen 
throughout the country are beginning to doubt the wis- 
dom of what President Wilson, Congress and their leaders 
did to avert a strike. Everything they can learn about 
the intentions of the big railroad system managements 
is that they are rearranging runs so as to make every 
man work eight hours a day and no more. At present 
there are many runs that consume less than eight hours. 
The men who have had them have been getting ten hours’ 
pay for such runs, Now the idea is being spread abroad 
that such men will be required to labor for eight hours. 
When a crew gets to New York on the run from Wash- 
ington,’ consuming about six and a half or seven hours, 
it is supposed it will be required to use up the other hour 
in running back toward Philadelphia to the point where 
another crew will pick up the train and bring it to Wash- 
ington in five hours. The second crew then will have to 
take out a train for a three hours’ run and be relieved 
by another crew at the point where the eight hours expire. 

In other words, while existing runs have been arranged 
so as to accommodate the crews, the new ones will have 
more regard for the interests of the companies. There 
is no physical reason why a crew should not be required 
to run beyond a given division terminal. It has merely 
been the custom for crews to run only on a given divi- 
sion. The engines can be changed at the division points, 
as usual, but the men can be required to go on, so there 
will be eight hours’ work for the company by every man, 
but no more, as the law speaks only of “necessary time” 
in excess of the eight-hour workday. 


At present a passenger crew takes a train from Wash- 
ington to New York and almost immediately returns to 
Washington, thereby putting in a day of fourteen or more 
hours. Then the crew rests for a whole day and repeats 
the performance. If the plans under discussion are put 
into operation, such a crew will go to New York and 
start back, but will be relieved wherever it happens to 
be at the end of eight hours. If it does not like the point 
where it-is-relieved, its members can probably deadhead 
their way back to Washington as’ passengers, but they 
will not be paid for the time used-by them in getting to 
and from the points where they are relieved, if the points 
of relief are made known in time to enable them to make 
their plans accordingly. 

An alternative suggestion is that if eight hours con- 
stitute a day’s work, the run between Washington and 
New York, for illustration, will. be paid for on the theory 
that the- men have worked less than eight hours and 
therefore are not entitled: to- more than a pro rata rate 
for the time actually. served: 

None of the plans suggested; it is believed, will com- 
mend themselves to the trainmen. They never suggested 
a limitation of the hours of.service to eight: ‘They sug- 
gested that eight hours be made the basis for a day’s pay, 
provided.the mileage constituting a day’s work could not 
be accomplished within that time. 

Another. suggestion is that, inasmuch as the law changes 
an essential part of the contracts now existing, assuming 
that it has any force whatever, its necessary effect-is to 
abrogate. all existing contracts.- The contracts: now egist- 
ing were made by a meeting of-the men and their em- 
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ployers. The railroads never consented to the eight-hour 
provision. The query is as to what value, if any, have 
the other parts of the contract. It is fundamental that 
a contract cannot be changed except by the consent of 
the parties thereto. r 


OIL TANK CAR CASE 
THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Although Chief Counsel Folk’s brief in the oil tank car 
case, now On appeal to the Supreme Court of the United 
States, created a strong impression that the Commission 
would be able to maintain its order, a brief filed in that 
case in behalf of the Pennsylvania Railroad Company by 
Henry Wolf Bikle, Frederick D. McKenney, Thomas Pat- 
terson and John G. Johnson ‘is believed to be so strong as 
to make it certain that the Commission is far from being 
a certain victor in that litigation. Attorneys for the rail- 
road company have written a book of fifty pages which is 
such a careful analysis of the subject as to make those 
who have been inclined to believe the Commission held an 
impregnable position wonder. 

“The importance of the present cases has not been 
exaggerated by the government,” is the opening sentence 
in the argument of the railroad lawyers. “The orders 
entered by the Commission are calculated, if sustained, to 
accomplish a result which Congress has steadily refused to 
bring about by specific and direct legislation.” 

The surprising thing about the controversy, brought out 
by Messrs. Bikle, McKenney, Patterson and Johnson, is 
that the Commission, in its 1905 annual report to Con- 
gress, in urging legislation enacted in 1906 (the year 
teeth were put into the Act to regulate commerce), said 
that because the Commission had no control over the fur- 
nishing or the withholding of refrigeration and service of 
that kind grave discriminations between shippers were not 
only possible but were being actually practiced. Practic- 
ally the whole of that report devoted to advocacy of the 
amendments that were written into the act in 1906 was 
confined to refrigeration. In not one place did the Com- 
mission suggest that it should be empowered to require 
carriers to obtain equipment, either tank or refregerator 
cars, 

The significance of that fact becomes apparent, the brief 
says, when it is recalled that in 1888, in the Schofield case, 
the Commission said it had no power to require carriers 
to furnish tank cars. The railroad attorneys point out that 
if there is now any such power it was conferred by impli- 
cation and without recommendation by the Commission, in 
its 1905 report, upon which Congress acted. 

“We do not at this time recommend that carriers should 
be prohibited from using private cars or from employing 
owners of such cars to perform the icing service if they 
find that course to be to their advantage, but we do rec- 
ommend that these charges should be put on the same 
basis as all the other freight charges,” said that before- 
mentioned annual report. Commenting on these words, 
the brief says: 

“In view of the statements made by the Commission to 
Congress, it is not a little remarkable to find the Com- 
mission now insisting on the breadth of jurisdiction in- 
volved in the promulgation of orders such as those here 
under attack; and it is not without significance that Judge 
Clements, the only present member of the Commission who 
was a member of the tribunal when the amendment of 1906 
was passed, dissents from the opinion of the majority. 
In this dissent he is joined by Mr. Commissioner Harlan 
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and Mr. Commissioner Clark, who were appointed as the 
result of the enlargement of the Commission in 1906. It 
thus appears that the three commissioners most closely 
in touch with the inception of the legislation here under 
discussion do not share the views entertained by their 
more recently appointed associates. It is also proper to 
observe in this connection that the District Court inter- 
prets the statute as intended to accomplish just what the 
Commission reported to Congress was its purpose.” 

The brief then proceeds with an analysis of the history 
and phraseology of the amendment made in 1906, which 
is the only change made in the first section since the 
Commission’s decision in the Schofield case in 1888. The 
railroad lawyers point out also that the private ownership 
of railroad cars, including tank cars, had continued for 
many years and was well known to the public, to the 
Commission and to Congress. 

One of the points made by the railroad company is that 
the only obligation resting upon a common carrier, either 
under the common law or under the Act to regulate com- 
merce respecting its equipment is that relating to the 
safety of the transportation. In other words, the duty 
of the carrier is “safely” to transport commodities it holds 
itself out to carry. 

“There never was an obligation at the common law to 
supply a vehicle of a particular form or description when 
such form or description had no reference to the ‘safety’ 
of transportation,” says the brief. “In the present in- 
stance, the special vehicle which the Commission attempts 
to require the carrier to purchase adds nothing to the 
safety of transportation, but is merely alleged to increase 
the economy of transportation to the shipper by relieving 
him of the cost of confining his property in packages suit- 
able for shipments and by facilitating its loading and un- 
loading. It is confidently submitted that no such obliga- 
tion ever existed at common law. It is confidently be- 
lieved that not a single court decision can be cited in 
support of the proposition. On the contrary, all the cases 
decided by the courts with reference to the duty to furnish 
equipment of a specialized character are found, on exami- 
nation, to be merely illustrative of the duty to furnish 
‘safe’ transportation. The typical instance is the refriger- 
ator car, and the leading case of Beard vs. Illinois Central, 
79 Iowa, 578, illustrates the point.” 

In that case the railroad company accepted butter for 
transportation; it was transported in an ordinary box car 
without ice. The court said that the carrier might be 
assumed to have been excused from using a refrigerator 
car. But it was shown that the butter could have been 
carried safely by the use of ice in the box cars. The court 
held, therefore, that because the railroad company had not 
placed ice in the box cars it was liable in damages to the 
shipper. 


The railroad also makes the point that the Commission 
had no authority to issue an order in this matter under 
the power conferred on it to enforce its orders respecting 
rates, even if the order is otherwise legal. In other words, 
the railroad maintains that the Commission is trying to 
enforce an order that is analogous to an order ordering a 
switch connection under the penalty prescribed for failure 
to obey an order directing that a certain rate be estab- 
lished and observed. It is also contended that the order 
is defective because in effect it requires the Pennsylvania 
Company to furnish tank cars not merely for the trans- 
portation on its own rails but for transportation over the 
rails of the New York Central, which also serves the com- 
plaining oil refiners. 
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Conducted by 


CHARLES CONRADIS 
General Counsel, The Traffic Service Bureau 


In this department we answer simple questions relating to the law 
of interstate transportation of treight. Readers desiring special 
service by immediate answer may obtain privately written answers 
to their inquimies by the payment ot a email fee, as cisewhere ex- 
plained. Address Department, The Traffic Service Bureau, 
Colorado Building, Washington, D.C. 


Legal Department 


Time Within Which to Recover Undercharges. 

Louisiana.—Question: “On December 26, 1912, we re- 
ceived a shipment from a point in another state, charges 
being collected by carrier at destination. In June, 1915, 
bill for undercharge was presented. We could not check 
rate on which undercharge was based, and asked for 
tariff authority. During the present month we have re- 
ceived corrected undercharge bill. Will you kindly advise 
through the columns of your publication if there is not 
a limit within which carriers must present such bills?” 

Answer: The one and only lawful and correct freight 
rate is that set forth in the schedule or tariff filed in the 
office of the Interstate Commerce Commission and duly 
published and posted. The Interstate Commerce Com- 
mission makes such a rate arbitrary, immutable by the 
agreement, mistake or artifice of the parties, and not to 
be deviated from. The consignor, consignee and carrier 
are alike charged with full knowledge of it, and it is the 
rate which the consignee agrees to pay in accepting the 
goods. This obligation arose from his presumptive owner- 
ship, his acceptance of the goods, and the services ren- 
dered and benefit conferred upon him by the carrier for 
charges made and to be paid. An action for such charges 
may be maintained in the courts, whether state or federal, 
and may be brought within that time that the statute of 
limitation of the state stipulates for bringing any action 
for debt, etc. The law does not stipulate any time within 
which the carrier must present its claim for undercharges, 
provided the action thereon is brought within the time 
stated above, although the Interstate Commerce Com- 
mission has cautioned the carriers not to delay unneces- 
sarily the presentation of such claims. 

* a * 
Express Charges on Duplicate Shipments. 

New York.—Question: “In your issue of May 16, 1916, 
page 1017, you answer the question, under the above cap- 
tion, as to whether shippers are entitled to recover car- 
riage charges on duplicate shipments made necessary 
through the fault of the roalroad company, negatively. 
If the shipper’s claim does not exceed the value of the 
property at the time and place of shipment, does not his 
demand comply with the provision of the amendment 
and the rules of the uniform bill of lading, in that it does 
not exceed the prescribed limit? 

“Take the case which gave rise to the question. The 
agricultural implements arrived at destination damaged. 
To get at the amount of damage, i. e., the amount re- 
quired to repair, the repairs would first have to be made. 
This could have been done in one of three different ways: 
first, by having repairs made at destination, the neces- 
Sary parts supplied by the repairer; second, the return 
of the damaged goods to factory at point of origin; third, 
as was done in the quoted instance, repairs made locally 
by first securing the necessary repair parts from the 
factory. The cost of the first method would probably 
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have been prohibitive because of the necessity of mak- 
ing the special parts. If the second method had been 
adopted it would have been incumbent on the railroad 
to return all the damaged articles free to the tactory, 
and, when repaired, to give them free movement back to 
bill of tading destination. ‘The third method had the 
merit of promptness. and minimum expense to all con- 
cerned. ‘The carriage charge on the repair parts was an 
essenvial item toward making the damage good, and if 
the total of the bill did not exceed the value of the prorp- 
erty at the place and time of shipment, did it not then 
comply with the requirements of the amendment?” 

Answer: So long as the damages claimed in the ship- 
1_ent in question did not exceed the value of the property 
at the place and time of shipment they are not in conflict 
with the requirements of the Cummins Amendment. But 
our answer published in the May 16, 1916, isue of The 
Traffic World was directed to the inquiry whether the 
express charges on the duplicate shipment were a proper 
element of the damages claimed. It is our opinion that 
the Cummins Amendment by limiting the carrier’s liability 
for loss or damage to the value of the property at the 
place and time of shipment thereby gives the carrier the 
benefit of the freight (or express, as in this case) charges 
in assessing the damages, and will hold the shipper to a 
recovery of only the value of the duplicate part at the 
place of shipment, exclusive of the transportation charges 
thereon. 

* 1% * 
Value to Middleman of Interstate Shipment. 


Missouri.—Question: “A shipment of peaches is made 
from a point in Texas, same being shipped by ‘A’ and 
billed to ‘B,’ St. Louis. The shipment is invoiced to ‘3’ 
at St. Louis at $1.10 per bushel f. o. b. Texas. On arrivil 
at St. Louis ‘B’ sells shipment to ‘C,’ and ‘C’ sells it 
to ‘D’ at Chicago for $1.40 per bushel f. o. b. Texas. A 
bill of lading is issued at St. Louis to ‘C’ in lieu of the 
original bill of lading issued at shipping point in Texas. 
Shipment traveling from Texas to Chicago, Ill, on 
through rate. 

“Under the Cummins Law, I would thank you to kindly 
advise, through your paper, on what basis the carriers 
would be liable for having damaged shipment through 
negligent icing. Would the carriers be compelled to 
make payment on the basis of $1.10 per bushel, which 
was the value of the shipment at the time and place of 
shipment in Texas at the time and date the original bill 
of lading was issued; or would the carriers be compelled 
to pay on the basis of $1.40, the price ‘C’ sold same to 
‘vy’ at St. Louis? ‘D’ paid for the shipment at $1.40. I might 
state, for your information, that at the time the new bill 
of lading was taken out at St. Louis ‘C’ was named as 
the shipper and ‘D’ as the consignee; but, as stated be- 
fore, shipment traveled on the through rate from point 
of shipment, namely in Texas to Chicago.” 

Answer: We infer that the shipment in question, after 
arrival at St. Louis, moved to Chicago under the through 
rate from Texas to Chicago by reason of published tariff 
rules limiting a reconsignment at St. Louis, and a change 
in the name of the consignee. If so, we are of the opi7- 
ion that for any loss or damage occurring through the 
carrier’s fault, after the shipment left St. Louis, the same 
would be computed on the basis of its value at St. Louis, 
and not that of Texas. 


On the facts submitted, the original bill of lading called 
for transportation to and delivery at St. Louis, and thers- 
atter the shipment was no longer in the custody of the 
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carrier, and its part of the contract for carriage had been 
fully performed. At St. Louis a new and independent 
contract for shipment was entered into by a new owner 
lor delivery at Chicago, and the bill of lading given as 
evidence thereof stipulated St. Louis as the place for 
computing value of the shipment. - That such was the 
intention of the parties is further evidenced by the fact 
that the original contract of sale was between “A” in 
Texas and “B” in St. Louis. The sale from “B” to “C” 
in St. Louis was an entirely different matter from the 
transportation itself, which follows the contract of ship- 
ment until that is changed by the agreement of the owncr 
and the carrier. The matter of transportation from St. 
Louis to Chicago was arranged with the owner “C” and 
the carrier, and not with the original shipper at Texas. 
It does not appear that shipper “A” intended the ship- 
ment to move to Chicago; that his billing to St. Louis 
was a step in the transportation to Chicago; but that 
instead the original contract of sale was completed at St. 
Louis and a new and independent one made at that point 
for reshipment to Chicago. 


* * * 


Routing Without Terminal Delivery Instructions. 


Wisconsin.—Question: “A shipment was made under 
the uniform bill of lading consigned from ‘A’ to ‘B,’ and 
in the line provided for routing the words ‘XYZ Railway.’ 
No through rate was published providing for a line haul 
for the XYZ Railway. The through rate published did 
provide for XYZ Railway delivery, and it was the inten- 
tion of the shipper that the words ‘XYZ Railway’ were 
for the purpose of terminal delivery only. The carriers 
handling the shipment in question construed these rout- 
ing instructions that the XYZ Railway was to have a 
line haul, and in so doing the shipment in question has 
been overcharged. We should be glad to have you advise 
us the usual construction of routings of this character 
when they are not followed by the word ‘delivery,’ to- 
gether with authority for same.” 

Answer: The Interstate Commerce Act gives the right 
to a shipper to designate the routing of a shipment, and 
the Interstate Commerce Commission holds that tie 
shipper may direct as to terminal routing or delivery of 
shipment, and that it is the duty of the carrier to observe 
the same. The Commission further holds that if the 
shipper has tendered his traffic unrouted, it will be the 
duty of the initial carrier to forward it via the cheapest 
available route, and that when there is a lack of or con- 
flict in routing instructions, that the carrier should call 
the matter to the attention of the shipper and obtain 
proper routing instructions. Another rule of the Commis- 
sion is that the lawful rate for a through movement is 
the specific through rate whenever such rate exists, and 
that the application thereof cannot be defeated by the 
practices of diversion, reconsignment, reshipment, etc. 

While the statute recognizes the right of a carrier hav- 
ing the line or long haul to protect its traffic, yet this 
provision is restricted to cases where there are through 
routes and joint rates. Downie Pole Co. vs. N. P. Ry. Co., 
$1 I. C. C., 142 (see Traffic World, July 15, 1914, page 174). 
In the shipment in question the carrier did not accord 
the shipper the lowest rate consistent with the carrier’s 
specific routing instructions (Oden-Elliott Lumber Co. vs. 
Southern Railway Co., 38 I. C. C., 304) (see Traffic World, 
April 1, 1916, page 671), and failed to move the same via 
the route taking the through rate, and inasmuch as the 
shipper’s specific routing might be understood to include 
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terminal delivery as well as line haul, if any doubt existed 
with the carrier’s agent it was his duty to ascertain from 
the shipper what routing was intended, and his failure 
to do so made the carrier responsible for any damages 
resulting therefrom. 
* ca * 
Express Charges on Duplicate Shipment. 


_ North Carolina.—Question: “We make shipments of 
schoo] furniture to a very wide territory, which must 
arrive in time for opening of the schools. A great deal 
of trouble and expense has been experienced due to prac- 
tical shortages in the shipments, making it necessary to 
duplicate the shortages by express. In some cases the 
shortages show up after duplicate shipments have been 
made via express. Won’t you please advise, first, whether 
or not the carrier is liable for the express charges cover- 
ing the duplicate shipment when claim is placed for the 
shortage, and, second, whether or not the carrier is liable 
for the express charges where the shortage shows up, 
also the return freight charges on the duplicate ship- 
ment?” 

Answer: See our answer to “New York,” published in 
this issue. 


RAILWAY REVENUES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Butlding, Washington, D. C. 

A summary of the results of operations on 162 large 
steam roads in August was made public by the Commis- 
sion October 7. Only 22 other roads remain to be heard 
from. 

The operating revenue, for the country as a whole, went 
up from $243,748,323 to $290,810,v99, expenses from $157,- 
247,547 to $182,699,830, and the net from $86,500,776 to 
$108,110,269, or from $437 to $542 per mile of road. 


In the eastern district the advance in the operating 
revenue was from $115,140,311 to $136,210,206, expenses 
from $72,945,582 to $87,765,467, and the net from $42,194,- 
729 to $48,444,739, or from $781 to $894 per mile. 

In the southern district the advance was from $36,- 
676,456 to $43,638,993, expenses from $25,583,503 to $28,- 
662,300, and the net from $11,092,953 to $14,975,693, or 
from $265 to $354 per mile. 

In the western distri t the operating revenue increased 
from $91,931,556 to $110,960,900, the expenses from $58,- 
718,462 to $66,271,063, the net from $33,213,094 to $44,- 
689,837, or from $325 to $434 per mile. 

For the two months of the new fiscal year the operating 
revenue for the country as a whole rose from $475,293,- 
597 to $561,058,513, expenses from $311,539,589 to $358,- 
402,455, and the net from $163,754,008 to $202,656,458, or 
from $826 to $1,017 per mile. 

In the eastern district the operating advanced from 
$224,206,941 to $265,947,193, expenses from $144,368,268 to 
$172,552,067, and the net from $79,838,678 to $93,395,126, 
or from $1,478 to $1,725 per mile. 

In the southern the advance in the operating revenue 
was from $71,986,526 to $83,164,827, expenses from $60,- 
827,704 to $56,229,049, and the net from $21,159,522 to 
$26,935,778, or from $506 to $637 per mile. 

In the western district the operating revemué strode 
forward from $179,100,130 to $211,946,493, expenses from 
$116,344,317 to $129,62U,939, and the net from $62,755,812 
to $82,325,554, or from $613 to $800 per mile. 








S eeeeieentetet oti | 


th 
ow 
fel 
thi 


Tit 


the 


Oetober 14, 1916 


THE TRAFFIC WORLD 


Loss and Damage Decisions. 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1916, by West Publishing Co.) 


CUSTODY AND CONTROL OF GOODS. 
Demand: 

(Sup. Ct. of Ga.) In an action of trover, where it ap- 
peared that at the time of the institution of the suit the 
defendant was in possession of the property as bailee oi 
a third person, claiming adversely to the plaintiff, it was 


unnecessary to prove a demand for the property and a> 


refusal to surrender it before the institution of the suit. 
—Ocean S. S. Co. vs. Southern States Naval Stores Co., 
89 S. E. Rep., 838. 

The fact that the common carrier may have received 
the turpentine from the vendee, who was the apparent 
owner of the property, would afford the carrier no de- 
fense as against the true owner, if it appeared that, while 
the property was in possession of the carrier, it received 
notice from the true owner of his title to the property, 
and demand for the delivery of it to him—Georgia Rail: 
road Co. vs. Haas, 127 Ga., 187; 56 S. E., 313; 119 Am. S. 
Rep., 327; 9 Ann. Cas., 677. 

(a) The action was instituted against the common ¢Car- 
rier while it was in possession of the spirits of turpen- 
tine, and on the day of the institution of the suit the 
petition was duly served on the common carrier. Held, 
that this was sufficient notice of the title of the plaintiff, 
and of the fact that the consignor was not the true 
owner. In his respect the case differs from Shelinut vs. 
Central of Georgia Ry. Co., 131 Ga., 404; 62 S. E., 294; 
18 L. R. A. (N. S.), 494.—Id. 

Title: 

(Sup. Ct. of Ga.) Under the law of this state, where 
there is a delivery of spirits of turpentine by a producer, 
on eash sale, the title of the seller remains undivested 
until payment in full of the purchase price, and may be 
asserted by him even as against a bona fide purchaser 
from his vendee-Flannery vs. Harley, 117 Ga., 483; 43 
S. E., 765. A carrier acquires no right, by virtue of its 
employment as such, to hold goods delivered to it by a 
wrongdoer to whom they did not belong, until the freight 
charges are paid, as against the claim of the true owner, 
nor has the carrier any lien on the goods for the trans- 
portation charges.—S., F. & W., Railway Co. vs. Talbot, 123 
Ga., 378; 51 S. E., 401; 3 Ann. Cas., 1092. 

(a) Accordingly, while a vendor sold spirits of tur- 
pentine on cash sale and made delivery to the vendee, 
and the latter wholly failed to pay the purchase price, 
but delivered the property to a common carrier to be 
transported to a distant city, consigned to the order of 
the shipper, the carrier could not hold the property for 
freight charges as against the vendor. 

(b) Under these circumstances the possession of the 
carrier was unlawful as against the vendor, and it was 
liable the vendor in an action of trover for the value 

pentine—Ocean S. §. Co. vs. Southern States 
Co., 89 S. E. Rep., 838. 


_ tOSs OF OR INJURY TO GOODS. 


Carrier: 
(Sup. ~~. % Although a contract of affreightment, 
which was signed by both parties, contained a provision 


that the railroad company issuing it agreed to carry the 
property shipped to the company’s usual place of delivery 
at the destination named, if on its line, and otherwise 
to deliver to the next carrier on the route to its destina- 
tion, and although the property had to pass over the lines 
of three railroad cOmpanies in order to reach its desti- 
nation, yet in a suit brought for damages, not on the con- 
tract, but based on an alleged breach of duty by the first 
railroad company as a common carrier, and for an alleged 
overcharge in freight, under Civ. Code 1910, 2777, 2778, it 
was not incumbent upon the plaintiff, in order to make out 
its case, to show on which of the railroads the alleged 
negligence occurred.—Atlanta & West Point R. Co. vs. 
Fairburn Marble Co., 89 S. E. Rep., 818. 

Delay: 

(Sup. Ct. of N. C.) Where tobacco delivered to a car- 
rier and placed in a warehouse was injured on the fol- 
lowing day by water, and the shipper, claiming that the 
tobacco should have been transported on the day of de- 
livery to the carrier, sued, evidence that after the tobacco 
had been injured by water several shippers of tobacco 
told the carrier’s agent there was nothing for him to do 
but to ship the tobacco is incompetent, not tending to 
show that the carrier was not guilty of negligence by 
reason of the first delay.—Lovelace et al. vs. Atlantic 
Coast Line R. Co., 89 S. E. Rep., 797. 

In such case evidence of the statements of shippers is 
inadmissible as hearsay, and they should have been called 
to testify to their statements.—Id. 


In such case, where the court stated to the jury that it 
was plaintiff’s contention that the tobacco was delivered 
early enough on the day of delivery to have been then 
shipped, is not objectionable as an instruction that it 
should at all events have been shipped on that day, and 
defendant, if desirous of further instructions on that 
issue, is bound to request them, or it cannot complain.—Id. 
Limitation of Liability: 


(Sup. Ct. of Ga.) The following facts, in substance, 
appeared from the evidence: The agent of a company 
which had for a number of years shipped marble by rail- 
road (most of it at a valuation of 20 cents per cubic foot, 
and some at a valuation of 40 cents) applied to the agent 
of a railroad company for a freight rate on rough build- 
ing marble between two points in this state, and obtained 
a rate based on a valuation of 20 cents per cubic foot. 
He filled out a blank form of bill of lading which he had 
received from the railroad company, stating the value to 
be 20 cents per cubic foot. He loaded the car which 
was furnished, and, under the regulations of the state 
railroad commission, obtained a rate of freight less than 
if he had placed a higher valuation upon the marble. 
There was nothing further sufficient to show that the 
contract was a mere effort to limit liability, including 
that for negligence. The shipper later brought suit for dam- 
ages to the marble alleged to have arisen from negligence 
of the railroad company. Held: (a) The plaintiff was 
estopped from recovering a value beyond that so fixed. 
(b). The evidence did not authorize a finding that this 
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was a mere arbitrary prearrangement to limit liability.— 
Atlanta & West Point R. Co. vs. Fairburn Marble Co., 
89 S. E. Rep., 817. 

While in a proper case parol evidence may generally 
be competent to show what transpired between the parties 
in connection with a shipment over a railroad, in order 
to determine whether a valuation stated in the bill of 
lading, which was signed by both parties, was an actual 
valuation or an arbitrary limitation upon liability which 
might arise from negligence of the common carrier, where 
there was a written contract signed by the agents of 
both parties, it was not competent for the agent of the 
shipper, on the trial of an action for damages resulting 
from injuries to the shipment, to testify baldly that he 
made no agreement as to the value of the property, 
though admitting that he signed the contract.—ld. 

The facts in this case do not show the perpetration of 
such a fraud by the shipper upon the railroad company 
as to require the court to charge as to fraud, which would 
prevent any recovery by the shipper.—Id. 

Negligence: 

(Sup. Ct. of N. C.) On appeal in an action for in- 
juries to goods by storm tide, the question of the suffi- 
ciency of the evidence to establish the carrier’s liability 
for failure to have removed the goods in time to have 
avoided injury was not presented, where no motion for 
directed verdict or request for special instructions was 
made.—Tuthill vs. Atlantic Coast Line R. Co., 89 S. E. 
Rep., 796. 

Penalty: 

(Sup. Ct. of Ga.) Under Civ. Code 1910, 2778, as, under 

the preceding ruling, the plaintiff was not entitled to re- 
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cover the full amount claimed by it, no penalty could be 
recovered; but the recovery, if any, would be limited to 
the actual loss or damage or overcharge, with interest 
thereon from the date of the filing of the claim, as in that 
section provided.—Atlanta & West Point R. Co. vs. Fair- 
burn Marble Co., 89 S. E. Rep., 818. 

Warehouseman: 

(Sup. Ct. of La.) Where a delivering carrier stored 
merchandise on its own wharf to await the arrival of a 
vessel of a certain line to complete the transportation 
to a certain foreign port, its liability is that of a ware- 
houseman, especially. under a bill of lading stipulating 
that the contract for inland transportation should termi- 
nate on the delivery of the merchandise at said wharf.— 
Coate Bros. vs. New Orleans Terminal Co., 72 Southern 
Rep., 678. 

Where the merchandise so stored, consisting of cotton- 
seed cake, a perishable commodity, was placed under a 
shed with a leaky roof, open sides and a wet floor, and 
only a portion of the goods was covered with tarpaulins, 
and in consequence the cake, or most of it, was damaged 
by mold and mildew, held, that the carrier was negligent 
in storing the goods in an unsafe and unsuitable place.—Id. 

Held, under such circumstances, fogs, rain and high 
waters furnish no excuse, as they did not prevent the 
carrier from storing the goods in a warehouse or other 
dry place.—Id. 

Held, that if the Carmack Amendment (Act June 29, 
1906, c. 3591, 7, pars. 11, 12, 34 Stat., 593 (U. S. Comp. 
St. 1913, 8592)), has any application to this case, it does 
not prohibit this action against the defendant, the carrier, 
by whose fault the goods were damaged.—lId. 
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REGULATION OF COMMON CARRIERS. 
Twenty-eight-Hour Violation: 

(Cir. Ct. of Apps., Seventh Cir.) Under the Twenty- 
eight-Hour Law (Act June 29, 1906, c. 3594, 34 Stat. 607 
(Comp. St. 1913, 8651-8654), declaring that no carrier shall 
confine cattle or other animals in cars for more than 
28 hours without unloading for rest, water and feeding, 
but that the shipper may consent to the time of confine- 
ment being extended to 36 hours, the penalty provided 
for violation may be recovered, though confinement be- 
yond the 36-hour period, which was consented to by the 
shipper, was not wilful or with intent to do injury to the 
stock.—Chicago & N. W. Ry. Co. vs. United States, 234 
Federal Rept., 268. 

In an action to recover the penalty imposed by the 
Twenty-eight-Hour Law, where a carrier keeps cattle con- 
fined longer than the maximum period of 36 hours, unless 
necessitated by storm or accident, it is no defense that 
an accident occurred on the last part of the journey, 
where, despite such accident, the shipment might have 
arrived in less than 36 hours, had diligence been exer- 
cised.—Id. 

In an action to recover the penalty imposed by the 
Twenty-eight-Hour Law for keeping cattle confined longer 


than 36 hours, evidence that the confinement was occa- 
sioned by the carrier’s negligence held sufficient to go to 
the jury.—Id. 

In an action against a carrier to recover the penalty 
provided in the Twenty-eight-Hour Law (Act June 239, 
1906, c. 3594, 34 Stat., 607 (Comp. St. 1913, 8651-8654), for 
knowingly and wilfully confining stock beyond 36 hours, 
it is not necessary to recover the penalty that there was 
a direct intent to injure the stock; the question of wilful- 
ness being determined from the entire circumstances.—Id. 

(Dist. Ct. N. D., Iowa.) Where, after cattle had been 
kept confined by the initial carrier for more than 28 
hours, they were delivered to defendant, who kept the 
animals confined for less than 28 hours before it delivered 
them to a third carrier, which unloaded them for food, 
water and rest, defendant cannot be held liable for viola- 
tion of the Twenty-eight-Hour Law (Act June 29, 1906, c. 
3594, 34 Stat., 607 (Comp. St. 1913, 8651-8654), for its 
acceptance of the animals.from the original carrier did 
not carry with it a liability for the penalty, the offense 
of the original carrier having been already completed, as 
the owner had not consented to the confinement of the 
stock for more than 28 hours.—United States vs. Chicago, 
M. & St. P. Ry. Co., 234 Federal Rep., 386. 
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THE TRAFFIC WORLD 


The Open Forum 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of 
Transportation Questions of Interest to Traffic Men Who Keep in Touch 
With the Times—Contributions Are Welcomed : 


se + 


DEFEATING THROUGH RATES 


The following is from the same correspondent whose 
communications in regard to traffic from seaboard ter- 
ritory to Texas points were referred to editorially in The 
Traffic World of September 23 and 30, and another of 
whose communications was printed in The Traffic World 
of October 7, page 742. The letter herewith printed is 
in reply to statements made by E. P. Byars of Fort Worth, 
Tex., in his communication in The Traffic World of Octo- 
ber 7, page 742: 

“Mr. Byars is in error. He evidently refers to Texas 
Lines Basing Tariff, No. 2-A, I. C. C. 16, issued by A. C. 
Fonda, agent, Austin, Tex., which contains local, joint and 
proportional rates on classes and commodities between 
Texas points. The face of this tariff reads as follows: 

Applicable only when the traffic has interstate or interna- 
tional origin or destination, no through rates being in effect, 
or when the movement from one point in Texas to another 
point in Texas is through another state, and as proportional 
rates on shipments having interstate or international origin or 
destination reconsigned on local bills of lading at border points 
and at the following named Texas Gulf ports: Freeport, Gal- 


veston, Port Aransas, Port Bolivar, Port Arthur, Sabine, Texas 
City and Velasco. 


“That tariff was issued under date of January 1, 1914, 
and has never been used by any of the Texas railroads 
in connection with shipments reconsigned at any of the 
Texas Gulf ports. * * * * It is my understanding 
that if a shipment is interstate it assumes that character 
when it starts from point of origin, and not at some 
point in transit. 

“Two of the lines operating from New York to Gal- 
veston have published through rates from seaboard ter- 
ritory to Texas points, and if any shipments they might 
handle on their port-to-port rates to Galveston were de- 
clared to be interstate, don’t you think that they would 
be required to assess their published through rates? 

“The railroads in Texas have always contended that 
shipments delivered to them at the various ports by for- 
warding agents were local state shipments and not inter- 
state shipments, and if you stop to consider a moment 
you will understand why they take this position. All of 
them are participating carriers in the through rates from 
seaboard territory to Texas points in connection with the 
two steamer lines referred to above, so if they were to 
conclude that any shipments delivered to them by said 
lines at Galveston through the medium of a forwarding 
agent were interstate, they could not very well say that 
they assumed their interstate character upon delivery at 
the port, but would have to say that they were interstate 
when they started from point of origin, and therefore the 
through interstate rate would have to be collected. 

“In compliance with the Commission’s order in the 
Shreveport case, Mr. Fonda has now issued Texas Lines 
Basing Tariff, No. 2-B, I. C. C. 38, effective November 1, 
canceling N@ 2A, and if you were to secure a copy of 
this you wéul@ find that certain of the rates contained 
therein are specifically applicable on local Texas traffic, 
While others are applicable only on interstate traffic, so 
that where this tariff does not provide for rates -applic- 


able on local Texas traffic the rates prescribed by the 
railroad commission of Texas will be used. 

“Mr. Byars is correct in so far as the wording of the 
tariff is concerned, but not as to the application of it.” 


EXCLUSIVE FEDERAL CONTROL 


Editor The Traffic World: 

While reading with considerable interest your editorial 
in the current issue of The Traffic World on “Exclusive 
Federal Control,” I came upon this statement: 

“It might, indeed, in solving some of these problems, 
‘subordinate the selfish or private interests of the indi- 
divual to the broader interests of the whole country,’ but 
that should be its purpose, and certainly state commis- 
sions do not and perhaps cannot be expected to act on 
that principle.” 

As a member of a state commission, I am inclined to 
protest against such a sweeping criticism of state and 
regulating bodies, notwithstanding I may be disqualified 
by your further assertion that objections to federal con- 
trol can only come from “selfish individuals who might 
lose by the transaction, by state polificians or commis- 
sioners who see their power diminishing, and by the 
states’ right doctrinaires.” 

It is not my intention at this time to enter upon a dis- 
cussion of federal and state control, but it does seem to 
me that in your enthusiasm for the principles of central- 
ized regulation you permit yourself to be tempted into 
an unfair and radical judgment of the work of state com- 
missions, at the same time overlooking some of the mani- 
fest imperfections of federal control as now administered. 
I hold no brief for other state commissions, but I happen 
to be pretty well acquainted with the work of the body 
of which I am a member, and can say for it that your 
statement is unwarranted and far from the facts. In this 
assertion I am supported by a very high authority, none 
other than the Interstate Commerce Commission. 

In the Missouri River-Nebraska cases, with which, of 
course, you are familiar, Commissioner Clark, in his re- 
port, said: 

“The evidence offered by the Nebraska commission has 
been carefully examined and full weight has been ac- 
corded the results of its investigations, as expressed in 
General Order No. 19. The record convinces us of the 
earnest endeavor of that commission to deal with the 
complex problems of ratemaking with justice to all parties 
before it.” 

Does not that estimate of the work of the Nebraska 
Commission in this more or less celebrated case concede 
that we acted entirely within the spirit which you deem 
so essential to proper rate regulation? The truth is that 
the Nebraska commission endeavored to keep in mind, 
throughout its investigation of seven years, the interests 
of all parties, and its final conclusions were not arrived 
at until it was assured that it was acting fairly and justly. 
I venture to say that no rate inquiry, either by the Inter- 
state Commerce Commission or any other commission, 
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was ever more painstaking and thorough, and I think you 
will find, if you will take the trouble to investigate, thai 
this commission has been as free from political inter- 
ference and personal prejudice as has the Interstate Com- 
merce Commission. At least our commission has never 
reversed a decision in a rate case because of interference 
from other authorities or popular clamor. 

In the matter of judgment as to determining reasonable 
rates, I think you will find further that the Nebraska com- 
mission has acted with as much intelligence and breadth 
of view as the federal body; at any rate, it has never 
committed such gross mathematical errors as to utterly 
destroy the value of its findings, as did the Interstate 
Commerce Commission in a recent case involving discrimi- 
nation (Town of Torrington vs. C., B. & Q. R. R. Co., 
No. 7808). 

It would be interesting, in this connection, to review 
a number of the recent cases decided by the federal body 
for the purpose of showing the mathematical blunders 
of which it has been guilty. Such a review would no 
doubt go far toward controverting the contention that one 
body could, if given the authority, act with intelligence 
and precision. If that body cannot do so now, with only 
the interstate field to cover, how much less could it do so 
if overwhelmed with the work of regulating all state rates? 

Federal regulation may come, but I do not believe it 
will be advanced through wholesale charges against state 
commissions of incompetency, subserviency and general 
unfitness. At least, such charges will have to be proven 
before the public will accept them as conclusive reasons 
for changing our form of regulating government. 

° 4 H. G. TAYLOR, 
Member Nebraska State Railway Commission. 
Lincoln, Neb., Oct, 10, 1916. 





We -regret that Mr. Taylor is offended by our expression to 
the effect that state commissions could not be expected to 
subordinate selfish or private interests to the broader interests 
of the whole countrv. Perh*ns the language, as applied to the 
point we were trving to make. was unfortunate and not just 
what we would have chosen if we had not heen quotivne an- 
other. What we had in mind was not necessarily a criticism, 
and we do not see how it could be regarded as offensive, 
thoueh it might be disputed. It was that state commissions, 
bv their very nature ard purpose. are restricted in their views; 
thev settle problems with the interests of their states and the 
purposes of the lawmakers of their states in mind. and not 
with a view to the interests of the countrv as a whole. That 
some commissions sometimes have acted otherwise is no more 
a satisfactory justification of the vresent dual svstem of reeu- 
lation than is Mr. Tavlor’s criticism of the Interstate Com- 
merce Commission, even admitting it to be based on facts, an 
adeouste argument against the principle of exclusive federal 
control. One certainly would be foolish to expect, or even 
hope, that anv number of the various state commissions for 
any considerable length of time or in any considerable num- 
ber of cases would be moved chiefiv bv consider*tion of the 
interests of the covntrv as a whole. If such a condition existed 
there wou'd be little reason for a change in the svstem except 
as to minor details. It is the absence of such a viewpoint and 
its essentially necessary absence. from the very nature of the 
situation, that causes the dem»nd for a change. 

Mr. Taylor does us an injustice when he quotes us as saying 
that objections to federal control can be made only by selfish 
individuals who might lose by the transaction, by state poli- 
ticlans or commissioners who see their power diminishing and 
by the states’ rights doctrinaires. What we said was that there 
could be no. possible objection save by these mentioned, once 
“admitting the constitutionality of the plan for exclusive fed- 
eral control and that a body of men like the present members. 
of the Interstate Commerce Commission can be found to act 
with fairness and to take a nation-wide view of prohlems of 
regulation’’—which is quite a different thing. Mr. Wilson evi- 
dently does not admit that such a body of men can be found— 
or, at least, that it has been found.—Editor the Traffic World. 


_ PLAN FOR REGULATION 
Editor. The Traffic World: . - a 
Permit me to comment on your editorial of October 7, 
“Exclusive Federal Control,” the address of Mr. H. G. Wil- 
son, the so-called Philadelphia plan of exclusive federal 
control by the establishment of regional commissions or 
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sub-commissions, and the work to be covered by the New- 
lands investigating committee as embodied in the resolu- 
tion creating this body. 

I will cover these various suggestions by proposing a 
plan which will be submitted in detail to the Newlands 
commission for their consideration. 

The plan I will suggest should not be called an exclusive 
federal control, and it will differ somewhat from the sug- 
gested plan of the Interstate Commission to divide them- 
selves into divisions and, I think, will be a more workable 
plan than the Philadelphia Bourse suggestion. 

This plan has for its object the following: 

First—The strengthening of the Interstate Commerce 
Commission, particularly to develop more efficiency in the 
Commission to enable it to carry out what the general 
public considers the Interstate Commerce Commission was 
established for—the investigation of rates, rules and prac- 
tices of carriers; the establishment of reasonable and non- 
discriminating rates. 

Second—The abolishment of the situation that is devel- 
oping very rapidly in controversies between state commis- 
sions and the national Commission where state-made rates 
are on a different scale than approved interstate rates. 

Third—The relieving of carriers from the expense of 
filing rates with state commissions under state tariff num- 
ber, and filing with state commissions separate reports 
of their operations, and the standardizing of all regula- 
tion of carriers under one law. 

Fourth—Relieving the Interstate Commerce Commission 
from supervision and enforcement of the many amend- 
ments to the act that have to do with hours of service, 
safety appliances, etc., and all matters that have a bearing 
on physical operations of the railroads. The purpose of 
this is to give the Commission more time to render deci- 
sions on rate controversies. 

Fifth—The providing for the regulation of stock and 
bond issues of the carriers, and the regulation of rates of 
pay of employes. 

As to the first, it is desirable that the Commission take 
up, in addition to complaints, a number of matters that 
will require long and careful consideration; as has been 
pointed out in your columns recently, there are numerous 
violations of the act still in vogue. 

To abolish discrimination there is need for the Com- 
mission to establish a uniform classification, and there 
will be more need for this when rates, rules and practices 
of the carriers are to be made uniform, covering both state 
and interstate traffic. rs 

It would seem that there are numerous opinions to be 
rendered by the Commission that require their most care- 
ful consideration, and. there will be more opinions and 
rulings necessary when the rates, rules and practices of 
the carriers are to be made uniform for both state and 
interstate traffic. er ' 

In order to accomplish this the Commission should at- 
tempt.as a body to do one thing, as everyone admits that 
the most success is attained when a subject is special- 
ized in. , yf 

Before long there is going to be a demand for a rigid 
fourth ‘section amendment unless the. Commission gives 
considerat#®™m very promptly to the numerous fourth sec- 
tion applications that have not vet been acted upon. There 
are a number of applications still to be acted upon under 
the Panama Canal amendment referring. to ownership of 
boat lines. 

The present power of.the Commission to suspend rates 
should not be diminished, but carriers should be com- 
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pelled to submit positive proof of all increases. A recent 
case decided by the Commission shows that they are rest- 
ing on the plea that we need the money. 

An amendment giving the Commission power to name a 
minimum rate with certain restrictions, would strengthen 
the act, as the Commission is accomplishing che increasing 
of rates by the method or way certain of their orders are 
issued. 

The future will no doubt bring forth the desirability 
of allowing the Commission to initiate special rates for 
export shipments of certain commodities and confining 
these rates to certain carriers where separate port appli- 
ances are necessary to handle the traffic. 

The great success attained by the German government 
in building up the exportation of their products has been 
due to their being able to initiate very low rates when 
necessary and confining these rates to deliveries through 
certain ports. 

As to the second, this should be accomplished by Con- 
gréss providing that on and after a certain date all rates, 
rules and practices of common carriers handling inter- 
state traffic shall be subject to the interstate commerce 
law, and a new commission to be organized and known 
as the Interstate Equipment and Securities Commission, 
to consist at the start of five members, who shall cover 
all the activities of the interstate and state commissions 
concerning the physical operations of carriers and the new 
subject of security regulation. 

That the Interstate Commerce Commission be directed 
to prescribe a uniform classification, and be directed to 
make and establish uniform class rates to apply to such 
divisions of the country as the judgment of the Commission 
considers reasonable. 

It will be very necessary for these matters to be worked 
out, as there is now conflict between the various state 
rates and state classification. The new body to cover the 
physical operations of the railroads and make uniform the 
various requirements now in force, state and national. 

When a complaint as to rates, rules and practices of 
carriers or any other subject covered by regulation de- 
velops, the complaint will be filed with the Interstate 
Commerce Commission or the new commission suggested, 
unless the matter in controversy has to do with the move- 
ment of commerce only between state lines: In this event 
the complaint is to be filed with the present state com- 
missions and considered by them as under the interstate 
act, the state commissions to consider all such complaints 
before them and decide the issues in accordance with the 
interstate commerce law and interstate commerce opin- 
ions. 

After the state commissions have rendered their opin- 
ion, all parties to the case to have the right to appeal 
the opinion to the national commissions, which are to 
be empowered to direct the state commission to certify 
to them the facts in the case and to send up the full 
record for review. 

The national commissions then either approve the opin- 
fon appealed or direct the state commission to render an 
opinion along lines: prescribed by the national commissions. 
. This procedure will. be merely carrying out the plan of 
the constitution where controversies before the state 
courts aré appealed to the Supreme Court of the United 
States, the same procedure to be followed in matters re- 
ferring to physical. operations of the railroads and _ se- 
curity..issues. Where securities are to be issued by 
railroads only. located in one state or the physical opera- 
tion of a carrier located in one state is under investiga- 
tion, the matter is first to be considered by the state com- 
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mission under the interstate law, with right of appeal as 
in rate cases. 

As to the third, the principal objections of carriers to 
dual regulation are the different ways they are compelled 
to carry out the same operation as now prescribed by the 
various state and national commissions. The plan sug- 
gested has for its object the making of these matters 
uniform. 

Another objection of carriers is the added expense and 
work of filing separate tariffs with separate state numbers 
and by different methods. The law should provide that 
all rates, both state and interstate, be filed with the Inter- 
state Commerce Commission under one set of tariff num- 
bers and, where states require it, the carrier be required 
to file with the state commission additional copies of the 
tariffs filed with the Interstate Commerce Commission. 

The law should prescribe that all reports, financial or 
otherwise, of carriers should be filed with the Interstate 
Commerce Commission and when state commissions re- 
quire reports to be filed with them the carriers be re- 
quired to file only copies of such reports as they make 
to the national commissions. 

As to the fourth, the new commission will relieve the 
present Commission of matters that have been added to 
the original law that are entirely separate from the prin- 
cipal object of the act, rate regulation. ‘Your issue of 
October 7 has a reference to Commissioners Clark and 
McChord and Secretary McGinty going to New York to 
attend locomotive headlight tests conducted by the New 
York Central, in compliance with so-called electric head- 
light law. 

Work of this kind should not be saddled on a rate- 
regulating body. A rate-regulating body should confine 
its activities to that matter, and nothing else. 

As to the fifth, the new board to be established should 
have supervision over all issues of securities and be in a 
position to secure from the Interstate Commerce Commis- 
sion’s files all data that are filed by the carriers covering 
their financial transactions. The new commission should 
also cover the subject of federal valuation. 

Some regulation of wages will no doubt be provided for 
in the new legislation, and these matters should be cov- 
ered by the Interstate Commerce Commission. 

Referring particularly to the questions sent members 
of the National Industrial Traffic League and the Phila- 
delphia Bourse Plan, I do not see any necessity for federal 
incorporation or the disturbance of the matter of taxation. 

If too many changes are attempted nothing will be 
accomplished. It would seem that any plan to be worked 
out must be built up with the idea that it will appeal to 
the majority of the representatives and senators in Con- 
gress, 

To my mind there is serious objection to the establish- 
ment of sub-commissions. The cry is for uniformity, and 
the attempt at uniformity under the Interstate Commerce 
Commission has attained success. If this is to continue 
more concentration will be necessary. Some of the late 
decisions have the earmarks of preparation by subordi- 
nates not acquainted with previous opinions and expres- 
sions. 

As soon as a body of sub-commissioners begin to write 
opinions the natural tendency will be for them to inject 
their interpretations of previous opinions and the law, and 
before long there will be different expressions on the same 
matters, making it necessary to appeal for uniformity. 

It will be a very difficult matter to tell to what com- 
mission a complaint should be addressed. 

The establishment of from ten to twenty sub-commis- 
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sions would be a matter of considerable expense, as these 
commissions of necessity will require headquarters, and 
they will all want to be equipped with full paraphernalia 
that goes to make up a commission. 

This will be an expensive undertaking. Will they main- 
tain tariff files and files of operating reports, etc.? Sup- 
posing a carrier is dissatisfied with the sub-commission’s 
opinion and order and decides to take it to court. Will 
the sub-commission be supplied with attorneys and all that 

_goes to make up a legal department? 

There will also be objections in Congress to the selec- 
tion and appointment of these sub-commissioners; sixty 
to eighty jobs is attempting too much. With the attempt 
at abolishing the state commissions there will be objec- 
tions from the individual commissioners, and they will 
use their influence with their friends in Congress, which 
will be effective in preventing the present dual regulation 
from being standardized. 

F. W. Pancoast. 

New York, N. Y., Oct. 11, 1916. 





FOR CENTRAL REGULATION 


Philadelphia, Oct. 10.—Blewett Lee, general solicitor of 
the Illinois Central Railroad Company, and George T. 
Atkins, Jr., who, as traffic manager of the Shreveport 
Chamber of Commerce, has been connected with the 
famous Shreveport rate case from its beginning, have 
expressed themselves to the Philadelphia Joint Committee 
on the Reasonable Regulation of Railroads as in favor 
of centralized federal regulation of railroads and the 
general features of the “Philadelphia Plan” of reform. 

“IT have examined the pamphlet which you inclosed 
with the greatest interest,” writes Mr. Lee, “and am very 
much in accord with the general view which you take of 
the situation, and it seems to me that the consolidation 
of the regulation of railroads in the hands of the Inter- 
state Commerce Commission is most desirable, and that 
unless something of this kind is accomplished we are well 
on the road toward government ownership. Congratu- 
lating you upon the success which the work of the com- 
mittee has already obtained, and wishing strength to 
your elbow, etc.” 

Mr. Atkins’s communication follows: 


“IT have no objection to expressing my personal opinion 
on the general proposition of centralized federal regula- 
tion of railroads, but it is to be definitely understood that 
it is a personal and unofficial expression. I have been 
connected with the Shreveport rate case from its very 
inception; in fact, some several months in preparing the 
matter for the complaint prior to the time of the selec- 
tion of the attorney to handle the matter. This should 
answer the. question, but, to be more specific, I am and 
have been for some time in favor of centralized federal 
regulation of railroads, notwithstanding the prevailing 
sentiment in this section with regard to state rights. On 
the whole, I favor the specific reform plan proposed by 
the Philadelphia Bourse, with some modifications.. This 
organization has not taken any action on the subject of 
federal control, but it is altogether probable that we shall 
do so within the next few weeks, and certainly prior to 
November 20.” : 

The officers of the Joint Committee and those of the 
Philadelphia Bourse, which framed the “Philadelphia 
Plan,” are awaiting with interest the outcome of the meet- 
ing of the board of directors of the Chamber of Com- 


merce of the United States in Washington on next Fri- 


day and Saturday. For, according to advices received 
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by the Bourse from Elliott H. Goodwin, general secretary 
of this national body, the board will decide whether to 

» take a referendum on the broad, general principles of 
the Bourse plan, which was submitted to the national 
chamber last December and referred by it to the board 
at its annual meeting last February. The Bourse and 
other organizations represented in the Joint Committee 
hold that, in view of the pending congressional investiga- 
tion, the sentiment of the commercial and shipping asso- 
ciations of the country toward centralized federal regula- 
tion should be ascertained as quickly as possible, and 
that this can best be assomplished by a referendum by the 
national chamber. 


PETROLEUM RATES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The Kansas-Oklahoma Traction Company, operating a 
line from Delaware, Okla., to Coffeyville, Kan., has created 
as much of a stir in the mid-continent adjustment of 
petroleum and petroleum products rates as if it had 
turned itself into an active volcano. It has established a 
per tank car rate on gasoline, which when figured down 
to a one hundred pound basis gives a rate of 1.9 cents. 
Among rates approved by the Commission in its decision 
in the Mid-Continent case is a proportional of 10 cents 
from Coffeyville to Kansas City and the Kansas City rate 
point known as Sugar Creek. The proportional added to 
the local from Coffeyville to Kansas City and Sugar Creek 
results in a through charge of 15 cents from Delaware, 
Okla., to Kansas City. 

The traction company, while making its rate of 1.9 from 
Delaware to Coffeyville, cut the through charge to 11.9 
cents, or 3.1 cents below the through charge via the C. 
& O. 

To meet that situation the steam roads are proposing to 
advance the proportional rate from Coffeyville to Kansas 
City from 10 to 13.1 cents. No change on the gasoline 
rate has been proposed from Coffeyville to Kansas City 
except on gasoline originating at Delaware, Okla. The 
Commission, however, has suspended. the tariffs proposing 
the advanced proportional rate to December 30 in I. & S. 
No. 908. The suspension was made on the protest of the 
Henderson Gasoline Company of Nowata, Okla., the Dia- 
mond Gasoline Company of Kansas City, the National Re- 
fining Company of Cleveland, and the traction company. 
The suspension was made against the objection of the 
Santa Fe, the Iron Mountain and other steam railroads, 
so that the fighters are the steam railroads on one hand, 
and the three oil companies and the traction company 
mentioned on the other. 


The purpose of the railroads as avowed by F. D. 
Houghton, freight traffic manager of the Santa Fe, is to 
prevent a disruption of the oil rate adjustment made by 
the Commission in its mid-continent decision. If the steam 
railroads are allowed to increase the proportional on Dela- 
ware gasoline for the haul between Coffeyville and Kansas 
City, the object of the steam roads will be accomplished. 

Mr. Houghton, in his letter to the Commission, expresses 
the hope that the Commission will not permit the traction 
company to undo the work of the Commission. He made 
no objection to the low rate established by the traction 
company in its I. C. C. No. 1, but submitted -that an in- 
crease in the proportional for the haul between Coffeyville 
and Kansas City will discriminate against no refining 
point, although the ‘point will probably be made that a 
proposal of that kind will be a discrimination against the 
traction company. 
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CAR SURPLUSES AND SHORTAGES 


The. American Railway Association’s committee on re- 
lations .between railroads, in statistical statement No. 21, 
gives a. summary of freight car surpluses and shortages 
for September 30, 1916, with comparisons, as follows: 

Total surpluses: September 30, 1916, 26,201; September 
1, 1916, 45,044; October 1, 1915, 88,341. 

The surplus for September 1, 1916, includes figures re- 
ported since the issue of statistical statement No. 20. 

The total surplus shows a general decrease since the 
report for September 1, 1916. 

Total shortages: September 30, 1916, 87,231; September 
1, 1916, 64,917; October 1, 1915, 10,010. 

The shortage for September 1, 1916, includes figures re- 
ported since the issue of statastical statement No. 20. 

The increase in the car shortage is general in all classes 
of equipment throughout the country. 

The figures by classes of cars follow: 

Surpluges., Shortages. 
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26,201 87,231 


TRANSCONTINENTAL RATES 
THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

The transcontinental case resulting from the latest 
Spokane decision is likely to come on for hearing shortly, 
but not in as great a volume as it had when the informal 
conference took place before the suspension board. Trans- 
continental traffic managers have initiated a move to 
come to an understanding with shippers so as to narrow 
the issues and enable all concerned to make better prog- 
ress than if the whole subject were to be continued be- 
fore the Commission. 

Lewis J. Spence, directer of traffic on the Southern 
Pacific, E. W. Chambers of the Santa Fe, ‘R. H. Countiss 
and F. W. Robinson of the Union Pacific system had a 
conference on the afternoon of October 10 with members 
of the fourth section board and with Examiner Haggerty 
of Commissioner Harlan’s staff to discuss the ideas they 
have in mind on the plan mentioned. 


On account of the death of his mother and his own 
impaired health, Commissioner Harlan will not have 
charge of the case. The idea prevailed until the confer- 
ence of October 10 that there would be no hearings before 
Christmas. There is a possibility of hearings being an- 
nounced for the near future in a short time. 


As soon as they can arrange the matter, transcontinental 
carriers are going to hold conferences with parties in 
interest in the Transcontinental case. The railroads 
would like to force the Commission, if they could, to make 
tariffs which the Commission would deem to be in con- 
sonance with the Commission’s order in the Spokane mer- 
chants’ case. 

The object of the interviews sought by traffic managers 
of the transcontinental carriers on October 10 and 11 was 
to get an indication from Commission men as to what 
they think the railroads should do in the framing of tariffs 
under the Commission’s order. Naturally they received 
no very illuminating suggestions along that line because 
in this, as in all other cases, the Commission takes the 
position that the carriers are as able to understand a report 
and order as are the shippers. Therefore, if the shippers 
and the carriers, by means of conferences, can agree on 
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rates as being in line with what the report and order of 
the Commission require, the issues created by the sus- 
pension of rates will disappear exactly to the extent of the 
agreement. 

Whatever rates remain in dispute after such conferences 
will constitute the issues on which the Commission will 
have to pass. The Commission, by suspending the rates 
filed after the decision in the latest Spokane case, the 
carriers are expected to infer, do not make out a prima 
case of compliance with the report and order. Therefore, 
it is suggested, it is incumbent on them to try again. If, 
by conference with the shippers, agreements are reached 
as to what the report and order mean when translated 
into figures, by just the number of such agreements are 
the number of issues to be passed upon in the hearings 
lessened. At the informal hearings resulting in the sus- 
pension of the tariffs in question, nearly everything was 
placed in issue. Before the end of the informal hearings, 
however, almost by common consent, certain of the rates 
proposed by the carriers came to be recognized as without 
authority. 

It is now suspected that if conferences be held the 
parties interested will be able to reduce the size of the 
case on which formal hearings and arguments must be 
had. 


RAILWAY MAIL PAY 
THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
Alfred P. Thom, George Stuart Patterson, O. E. Butter- 
field, R. B. Scott, H. A. Scandrett and Fred A. Wood, as 
a committee of lawyers on railway mail pay, have filed a 


“memorandum with the Commission asking that body 


either to withdraw the consent it gave to Postmaster- 
General Burleson to install the space basis for determin- 
ing railway mail pay or to prescribe rules under which 
a competitive test can be made of the two systems. In 
their memorandum they call attention to the fact that 
there has been a bitter controversy between the railroads 
and the postmaster-general concerning railway mail pay, 
and the consent of the Commission was given the post- 
master-general in ex parte proceeding as to which the 
railways, parties to the controversy, had not even an ink- 
ling until the postmaster-general announced September 
29 that he had decided to establish the space basis on 90 
per cent of the mail routes in the country, from which 
the railroads obtained 98 per cent of the compensation 
allowed them by the government for the carriage of the 
mails. 

The memorandum, while temperate in form, carries 
throughout the suggestion or implication that the Post- 
master-General resorted to trickery to obtaining the con- 
sent of the Commission, because he did not, in the letter 
to the Commission, asking its consent, set forth the fact 
that he was asking the commissioners for a complete 
abolition of the existing system. They also called atten- 
tion to the fact that Congress in passing the last post- 
office appropriation bill made provision for experiments 
with the two systems with a view to affording statistics 
from which the Commission could make a determination 
as to what rates for carrying the mails would be just and 
reasonable. Mr. Thom and his associates suggest that if 
the space basis is installed to the exclusion of the other 
basis it will be impossible for the Commission to make 
comparisons except between figures relating to the weight 
system, which were obtained under circumstances and con- 
ditions which they think the Commission would not for 
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a minute tolerate were the figures submitted by an ordi- 
nary shipper, and the statistics gathered under the space 
basis by employes of the Postoffice Department, but with- 
out check by representatives of the railroads. 

To substantiate their claim that Congress intended a 
concurrent test of the two methods of calculating mail 
pay, Mr. Thom and his associates quote from the report 
of the conferees on the disagreeing votes of the two 
houses on the postoffice appropriation bill. Postmaster- 
General Burleson and his assistants have construed that 
language as authorizing them to displace the present sys- 
tem in whole with the system that Congress refused to 
order into operation by means of legislative enactment. 

Attorneys for the railroads suggest that by means of 
the consent of the Commission Mr. Burleson is obtaining 
something that Congress refused to grant him. They de- 
sired the Commission to order the following: 

1. A preliminary weighing of the mail carried before 
a testing of the space system. 

2. The designation of a period for the operation of 
the space test. 

3. Concurrent weighing of the mails during the con- 
tinuance of the test. 

4. The keeping of contemporaneous and continuous 
statistics during the weighing and space test. 

5. The prescription of all other conditions and require 
ments necessary to the making of a proper test. 

6. A withdrawal of the consent given by the Commis- 
sion if it cannot make an appropriate order prior to No- 
vember 1, on which day, the railroad attorneys assert 
they have been informed, it is the intention of Mr. Bur- 
leson to displace the present system with the basis of 
mail pay which Congress by repeated votes refused to 
order into effect. 





COAL RATE RELATIONSHIP 
THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

A question of coal rate relationship was presented to 
the Commission October 5 in arguments on the formal 
complaint of the Ford Collieries Company and others 
against the Bessemer & Lake Erie and other carriers 
which transport soft coal from the Freeport district in 
Pennsylvania to New York and New England destinations 
on rates 15 cents higher than the rate from the Clearfield 
district and 10 cents less than from the Westmoreland 
district. The complainants think they should have the 
Greensburg district rates, which are only 10 cents above 
Clearfield. 

But that was not the only angle in the case. While the 
formal complaint was pending the railroads carrying coal 
from the Freeport district filed tariffs canceling the rates 
against which the Ford company complained. In their 
stead they proposed rates 25 cents higher than the Clear- 
field rates to the same destinations. 

George Stuart Patterson of the Pennsylvania Railroad 
was on one side of the controversy and John B. Daish, 
attorney for the Ford company, and C. S. Belsterling, for 
the Bessemer & Lake Erie, were on the other. While 
the Bessemer & Lake Erie published the suspended tariff, 
proposing 25 cents over Clearfield, Belsterling made it 
abundantly clear that his client is not asking am advance 
in rates. It published the tariff because its connéctions 
threatened to fevoke the power of attorney they gave it 
to file tariffs for them, unless it would cancel the lower 
rates, 

Belsterling and Daish iterated and reiterated the declara- 
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tion that the Pennsylvania forced the Bessemer & Lake 
Erie to propose canceling the rates now in effect. They 
declared that the Pennsylvania stirred up the Erie and 
the Delaware & Hudson, the Bessemer’s partners in the 
through route arrangement to upper New York and New 
England into placing pressure on the Bessemer. 


In a polite way Mr..Patterson retaliated by suggesting 
that the Bessemer is trying to play pig in this matter. It 
has an advantage of ten cents on coal from mines on its 
lines destined to the Northwest because the B: & L. E. 
mines are nearer markets in the Northwest. -Now, he 
asserted, that same road is demanding an advantage of 
10 cents a ton on coal for the Northeast. He said the 
change in relationship threatened the destruction of the 
entire adjustment on soft coal from Pennsylvania. 


Mr. Belsterling said it was ridiculous for Mr. Patterson 
to suggest that the rates made by the L_ssemer & Lake 
Erie, with which he said the Erie and Delaware & Hudson 
were satisfied until the Pennsylvania told they were not, 
threatened the rate structure on which 75,000,000 tons of 
soft coal are moved. He suggested that the Pennsylvania 
could deal with the situation by reducing the rates from a 
few mines in the New Kensington part of the Westmore 
land group. The structure did not fall, he said, when 
other changes were made from time to time. 

In reply Mr. Patterson said there had been no change 
in differentials since 1901. He said Mr. Belsterling’s dec- 
laration that the New York Central maintains a differen- 
tial of only 25 cents from the Pittsburgh field, over Clear- 
field, to the east, while Pennsylvania maintains ‘a 40-cent 
differential, without harm to the structure, is misleading. 
The 25-cent differential of the New York Central, he said, 
obtains only from a few gas coal mines in the Youghio- 
gheny part of the Pittsburgh field. It is maintained from 
there because there is no gas coal on the New York Central 
rails, and it must be maintained so as to attract gas coal 
from those mines to New York Central destinations in 
competition with gas coal from the Connellsville field on 
the B. & O. 

Mr. Daish said he represented the innocent bystander 
in this fight between the carriers. He hoped, however, 
that in this instance the bystander would not get the 
squib in the eye that bystanders so often receive. 

“These are ali commercial rates,” said he, “made to get 
coal to the markets. Distance counts, as Mr. Large, spe- 
cial coal agent for the Pennsylvania, said at the hearing. 
He, however, told only half a truth. Distance counts both 
ways. Sometimes increases in distance cause increases in 
rates and sometimes they cause decreases. Mr. Large 
left the inference that it caused only advances.” 

While the Bessemer & Lake Erie and the coal mine 
operators decried the suggestion of disruption made by 
Mr. Patterson, there has been a feeling among coal mine 
operators whose properties are not in the Freeport district 
that the effect might be as Mr. Patterson said it would be. 


CHANGE IN DOCKET. 


Hearing in Case 8428, New Albany Box & Basket Co. 
vs. Ill. Cent. R. R. Co. et al., assigned for October 9, at 
Louisville, Ky., before Examiner McCawley, was canceled. 


TESTING OF BOILERS. 


A further hearing on rules 29 and 31, relating to testing 
of boilers, will be held at Washington October 30. 
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October 14, 1916 


| Personal Notes 
e a 
Geo. T. Bell, attorney-examiner of the Interstate Com- 
merce Commission, was born on a farm near Red Oak, Ia., 
in 1882. He entered 
the office of the Kansas 
City Transportation Bu- 
reau in 1898 and was 
made assistant commis- 
sioner in 1905. He was 
graduated from the 
Kansas City School of 
Law in 1908, having at- 
tended school three 
nights a week for three 
years without missing 
a session. He was 
made commerce attor- 
ney for the Kansas City 
Transportation Bureau 
and Board of Trade in 
1908. He was of coun- 
sel for complainants in 
the Burnham-H anna- 
Munger case before the 
Commission and United States courts; he was associated 
with Frank Hagerman of Kansas City and John Barton 
Payne of Chicago in contesting the Commission’s decision 
in the Peavey and other grain elevation cases, in which 
he drafted the original bill of complaint and briefed and 
orally argued the application for, and secured, the injunc- 


tion against the Commission in the United States Circuit. 


Court at St. Louis; he went to Sioux City, Ia., as commis- 
sioner and commerce attorney for the Sioux City Traffic 
Bureau and Board of Trade later in 1908; from 1909 to 
1914 he was a member of the executive committee and 
board of directors of the National Industrial Traffic League 
and for the term of 1913-1914 was chairman of its legis- 
lative committee; he was vice-chairman of the league’s 
committee appointed to contest the application for a gen- 
eral advance in rates made by the carriers in 1910. In 
June, 1914, he received a telegram from Chairman Harlan 
of the Interstate Commerce Commission tendering him 
the position of attorney-examiner and, although the salary 
was less than he was receiving in Sioux City, he accepted 
for the experience which the position offered. 


Henry E. Huff, vice-president of the Adams Express, 
has been elected a director of the company. 

The Commissioners and Secretary McGinty on October 
12 attended the funeral of Mrs. Harlan, the mother of 
Commissioner Harlan. 


The Canadian Pacific Railway announces the following 
appointments: R. G. Holmes, assistant general freight 
agent, Winnipeg, Man., and W. E. Arnold, chief of tariff 
bureau, succeeding Mr. Holmes. 

W. TF. Walsh has been appointed general agent of the 
Fort Smith & Western Railroad at Atlanta, Ga., vice T. C. 
Tipton, resigned to accept service as traffic manager of 
the Jacksonville Traffic Bureau at Jacksonville, Fla. 

A. D. Filler has been appointed traveling freight agent 
of the Seaboard Air Line Railway, with office at Oklahoma 
City, Okla., vice A. D. Jones, resigned. S. B. Murray is 
made commercial agent, with office at Birmingham, Ala., 
vice S. K. Hawkins, resigned. 

E. S. Vincent, commercial agent of the Texas & Pacific, 
with office at Little Rock, Ark., has been appointed com- 
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mercial agent, with office at Shreveport, La., succeeding 
T. J. Keen, who has been appointed commercial agent 
with office at Little Rock, succeeding E. S. Vincent. 

Financial and Investment Chronicle is a new financial 
monthly, published in Milwaukee. Frederick J. Prior is 
editor and publisher. He is the former press representa- 
tive of the Association of American Railway Accounting 
Officers and is the author of several books, including 
“Construction and Maintenance of Railway Roadbed and 
Track,” which treats of railway accounts. 

J. V. McCullough, commercial agent of the Seaboard 
Air Line at St. Petersburg, Fla., has been appointed com- 
mercial agent, with office at Miami, and S. J. Corey is 
appointed commercial agent at St. Petersburg, Fla., suc- 
ceeding Mr. McCullough. Mr. Corey will have jurisdiction 
over all matters pertaining to passenger and freight so- 
licitation at points on the Tampa & Gulf Coast. 

R. H. Manning, newly appointed traffic manager and 
auditor of the Mascot & Western Railway Company, was 
born Dec. 25, 1888, and entered the service of the Texas 
& Pacific Railway Company in 1898 as office boy. Even- 
ings he was to be seen on the streets of Dallas selling 
papers, good-natured and always smiling. His schooling 
was mostly at nights under private tutelage, while with 
the Texas & Pacific Railway Company. He held various 
positions, from that of section laborer up. In 1910 he 
became rate clerk in the operating department of the 
Fort Worth & Denver Railway Company. In 1913 he 
entered the service of the Wichita Falls & Northwestern 
Railway Company in a similar position, later being pro- 
moted to the position as junction agent at Altus, Okla., 
which position he resigned to accept the present position. 
He still wears the smile of his newsboy days. 

A. W. Thompson, traffic and commercial development 
vice-president of the Baltimore & Ohio System, has an- 
nounced the following changes in the personnel of the 
freight department: C. W. Tomlinson, who for several 
years has been general eastern freight agent, at New 
York, is appointed to the newly created position of gen- 
eral traveling freight agent, with headquarters at Cin- 
cinnati; Stuart Allen, manager of the Continental Line 
and the Central States Dispatch, Cincinnati, fast freight 
connections of the Baltimore & Ohio, succeeds Mr. Tom- 
linson as general eastern freight agent, at New York; 
T. J. Walters, division freight agent at Pittsburgh, since 
1910, is promoted to manager of the Continental Line and 
the Central States Dispatch; J. C. Kimes is advanced from 
commercial freight agent at Pittsburgh to succeed Mr. 
Walters as division freight agent. «il the appointees have 
been in the service of the railroad for many years, Mr. 
Tomlinson having started as a clerk in 1870 and acquiring 
experience from the accounting, motive power, transporta- 
tion and traffic departments. Mr. Allen, his successor, 
prior to his connection with the Continental Line, was 
general agent of the Baltimore & Ohio Southwestern- 
Cincinnati, Hamilton & Dayton lines, at Cincinnati. The 
new manager of the Continental Line, Mr. Walters, was 
at one time the agent of this service in Pittsburgh and 
became identified with the Baltimore & Ohio in 1897, as 
commercial freight agent in that city, while Mr. Kimes 
has earned a reputation through his Pittsburgh traffic 
associates. 


DOINGS OF THE TRAFFIC CLUBS 


The Brooklyn Traffic Club at its meeting Sept. 28 dis- 
cussed plans to increase the value of its organization in 
solving problems of shipper and carrier, and in establish- 
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ing harmony between the two transportation factors. Ed- 
ward G. Potter, president of the club and vice-president 
of the Eastern District Terminal Company, presided. The 
keynote was struck by R. S. Stubbs, traffic manager of the 
American Sugar Refinery, who said: “This club may have 
a great sphere of usefulness in bringing to the realization 
of Brooklyn manufacturers, and the carriers of their prod. 
ucts, the fact that the interests of both in efficient ship- 
ping are identical. By its meetings we may bring both 
factors in getting Brooklyn’s output to the markets into 
a better understanding of each other. Probably nowhere 
in the world will you find the variety of manufacture in 
an area of like size that you find in Brooklyn. Why not 
have the Brooklyn Traffic Club make tours of inspection 
to plants like the Bush Terminal Company, the Ward 
Bread Company, the Loose-Wiles Biscuit Company, or the 
American Sugar Refining Company, and see if they haven’t 
something useful to shippers in general that will enable 
us to save money for our respective business? All these 
companies will welcome organizations of this kind on such 
tours.” Others who spoke briefly were: George Dressler, 
president of the Wallabout Basin Storage Company; H. C: 
Neimann of the American Express Company, J. C. Cly- 
burn of the Adams Express Company, C. J. Darcy of the 
American Lithographing Company. A suggestion by Mr. 
Clyburn that methods of packing and marking be discussed 
before the club by an expert at one of the proposed noon- 
day luncheons was jotted down for action by the board 
of governors. H. C. Niemann asked about the possibilities 
of “a little club house all our own.” A letter from former 
- President H. L. Willard was read by the secretary, J. H. 
Branigan. R. J. Cook, assistant general eastern freight 
agent of the Erie Railroad, reported for the membership 
committee a determination to raise the membership from 
135 to 200 this year. 


The first monthly meeting of the fall term of the Traffic 
Club of New England will be held in the grill room of 
the Copley-Plaza Hotel, Boston, Monday evening, October 
16. There will be an entertainment after the dinner. 


THE MEASURE OF DAMAGES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorade Building, Washington, D. C. 

What it is hoped will be the last litigation in the ques- 
tion as to whether the measure of damages, after a hold- 
ing by the Commission that a rate is unreasonable, is the 
difference between the rate charged and the one found 
to be reasonable, has been docketed in the United States 
Supreme Court. It is an application for a writ of certiorari 
by the Southern Pacific and other carriers against Darneil- 
Taenzer Lumber Company and others. The lumber com- 
panies have been trying to collect money awarded by the 
Commission, and the case has been actually in court for 
more than five years, the lumber companies being gen- 
erally the winners. 

The latest finding in favor of them was February 18, 
1916, when the circuit court of appeals for the sixth cir- 
cuit affirmed the lower court’s judgment in favor of the 
lumber companies. The Southern Pacific, which has 
already gone to the Supreme Court once on one phase of 
the issue, now is prosecuting both a writ of error and an 
application for a writ of certiorari. 

Allan Hughes of Memphis and Francis B. James of 
Washington have filed a brief in opposition to the writ 
of certiorari, asking the court to deny it. They have also 
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asked the court to dismiss the writ of error for want of 
jurisdiction, or, if it assumes jurisdiction, to dismiss the 
writ and affirm the judgment—in other words, to dispose 
of the matter in a summary manner, because the lumber 
companies think the writ of error was taken for purposes 
of delay. In their brief Messrs. Hughes and James said: 

“The question presented in this case is a simple one 
and is whether the following proposition is sound: 

“Where a shipper complains that a freight rate is unjust 
and unreasonable and thus unlawful in violation of Sec- 
tion 1 of the Act of February 4, 1887, to regulate com- 
merce and acts amendatory thereof and supplementary 
thereto, and such shipper files a complaint pursuant to 
Section 13 of said act and the Interstate Commerce Com- 
mission after full hearing as provided for in Section 15 
of said act condemns said rate as unjust and unreason- 
able and substitutes in lieu thereof a lower just and rea- 
sonable rate, the shipper is entitled to reparation for the 
full amount of damages sustained by him under Section 8 
of said act, and the measure of his recovery is the differ- 
ence between the rate he has paid and the rate found 
just and reasonable by the Commission. 

“The petitioners, Southern Pacific Company et al., by 
their petition for a writ of certiorari challenge the sound- 
ness of the foregoing proposition.” 

Asserting that under the court’s own decisions the opin- 
ions of an administrative body such as the Commission 
are to receive great weight, Messrs. James and Hughes 
then say: 

“The Interstate Commerce Commission in an unbroken 
line of authorities, the first of which was decided June 2, 
1908, and the’ last January 3, 1916, uniformly sustains the 
foregoing proposition as follows: 

(1) Burgess vs. Transcontinental Freight Bureau (June 2, 
1908), 13 I. C. C. R., 668, the third proposition of the syllabus, 
and Mr. Commissioner Prouty (at pp. 679-650 


). 

mm, ant a. Opinion No. 229 (October 10, 1910), noted in 
c. 611 

(3) Michigan Hardwood recess ge Assn. vs. Transcon 

tinental Freight Bureau (January 8, 1912), 22 I. C. C. R., 387; 

Mr. Commissiner Prouty (at p. 390). 

(4) Unreported Opinion No. 559 (June 4, 1912). 

(5) M. B. Farrin Lumber Co. vs. Atchison, Topeka & Santa 
Fe Ry. Co., Unreported Opinion No. A685 (June 29, 1914). 

(6) Wallingford vs. Atchison, Topeka & Santa Fe Ry. Co. 
SD 9, 1914), 30 I. C. C. R., 19, the Commission (at pp. 

(7) Hooven Owens Rentschler Co. vs. Cincinnati, Hamilton & 
Dayton Ry. Co. (July 10, 1914), 31 I. C. C. R., 550, the Com- 
mission (at p. 552). . 

(8) Cudahy Packing Co. vs. Atchison, Topeka & Santa Fe 
Ry. Co. (January 19, 1915), 32 I. C. C. R., 560, Mr. Commissioner 
Meyer (at p. 563). 

(9) Omaha Grain Exchange vs. Chicago & Alton R. R. Co. 
er 19, 1915), 32 I. C. C. R., 597, the Commission (at 
Dp. 

(o>. " Dupont de Nemours Powder Co. vs. Louisville & Nash- 
ville R. R. Co. (February 17, 1915), 33 I. C. C. R., 228, the Com- 
mission (at pp. 290-291). 

(11) Ballou & Wright vs. New York, New Haven & Hartford 
R. R. Co. (April 12, 1915), 34 I C. C. R., 120, the Commission 
(at p. 121). 

(12) Pilcher iy Co. vs. C. & N. Ry. Co. (January 
3, 1916), 37 I. C. C. 542, the Commission “ue pp. 542-543); and 

(13) ’Birdsboro Stone Co. vs. Pennsylvania R. R. Co. (Jan- 
uary 3, 1916), 37 I. C. C. R., 577, the Commission (at p. 578). 


BEAUMONT AS A PORT. 

The Beaumont, Tex., Chamber of Commerce has issued 
a circular calling attention to the fact that regular steamer 
service is now in operation between Beaumont and Tam- 
pico, Mex., and the company will be in position to handle 
traffic destined to Tampico, Tuxpam and other Mexican 
points. The fleet consists of six vessels, with weekly 
sailings. Beaumont, the circular says, has also been in- 
cluded as a port in the various tariffs of the Western 
Trunk Line Committee, issued by E. B. Boyd, Chicago, 
effective July 15, 1916, so that the boats are now in posi- 
tion to handle traffic to and from Mexican ports men- 
tioned, via Beaumont, Tex. 
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| Help for Traffic Man 


This Sapectment is conducted by a traffic man of long experience 
and wide knowledge. In it he will answer questions relating to 
practical traffic problems. We do not desire to take the place of 
the traffic man, but to help him in his work. We reserve the right 
to refuse to answer any questions that we judge it unwise to answer 
or that involve situations that are too complex for the kind of inves- 
tigation contemplated. Questions will be answered as promptly as. 
possible. No answers will be given by mail. 

Address “Help for Traffic Man,’’ The Traffic Service Bureau, 
418 S. Market St., Chicago, Ill. 





Storage of Private Cars. 


Q.—In your issue of September 30, page 707, you answer 
a communication from one of your subscribers relative 
to the assessment of demurrage charges on private line 
cars stored upon their tracks. We note the answer states 
that such cars would be subject to the National Car De- 
murrage Rules, which provide for a charge of $1 per car 
per day or fraction thereof, until the cars are released. 

The answer seems to us to be ambiguous in that it 
does not fully advise the correspondent as to what is 
considered the release of the private line car and we think, 
therefore, a wrong impression may be gained by the cor- 
respondent in question and your answer might be inter- 
preted to mean that $1 a day per car will be assessed 
until the said tank cars are removed from their siding. 

We know that such is not the case and, in order to be 
more explicit, would be pleased to have you express your 
views further upon this subject. 

A.—We find that the National Car Demurrage Rules do 
not apply on empty private cars stored on carriers’ or 
private tracks, provided such cars have not been tendered 
or placed for loading upon order of a shipper, and we 
understand there are no specific provisions made for as- 
sessment of charges for storing empty private cars not 
so tendered or placed for loading. 


Suggestions Wanted 


A shipper having an average of 300 bills of lading per 
day for less than carload shipments desires information 
and suggestions about a simple method of knowing that 
he receives an original receipted bill of lading for every 
shipment made. Some methods are to retain a copy of 
the bill of lading or hold the invoice until the original 
bill of lading is returned, or have the bills of lading num- 
bered consecutively, on a numbering machine, numbering 
he bill of lading and the invoice, all of which are incon- 
fenient in one form or another. We would appreciate 
uggestions from other shippers as to how this is taken 
are of. 

Iron and Steel Articles. 


Q.—We are shipping a commodity at the present time 
nder second class rating according to Official Classifi- 
ation No. 43, and find over the railroad we ship, in “Ex- 
eptions to Official Classification,” list of iron and steel 
Articles, that the article we ship is included in said list. 

We have taken the matter up with the carriers and 
hey agreed that while the article we ship was not in- 
ended to go under an iron and steel rating, still they 
were iax in not making a provision in their iron and steel 
ariff so that it would not cover our commodity. 

They still further contend that on account of an attach- 
ent made of bronze that it would take it out of the iron 
nd steel class, but we contend that, as the part in ques- 
ion is made wholly of iron and steel, the bronze attach- 
ment does not prevent us from shipping under their tariff 
t the commodity rate. 

We would be pleased to have your views on this matter. 


A.—In order to answer this question it will be neces- 
sary for us to know what the commodity is and also have 
reference to the iron and steel tariff referred to. 


EXPORT GRAIN CASES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Arguments were heard October 6 in the formal com- 
plaint of the Baltimore Chamber of Commerce against 
the Baltimore & Ohio and other railroads serving New 
York, Philadelphia and Baltimore, and in I. and S. No. 
833, concerning the legality and efficacy of supercharges 
on export gain “stored in cars.” Baltimore and Phila- 
delphia grain exporters made the fight. Under the tariffs 
suspended in No. 833, supercharges on grain held in cars 
are to be doubled and quadrupled after sixty days. At 
present the charge for ninety days is 2.5 cents a bushel 
and the proposed imposition is 3.25; for 120 days the pro- 
posed charge is 4.75; for 150 days, 7.75; for 180 days, 
10.75, and for 360 days, 28.75 a bushel. W. A. Glasgow, 
Jr., and Robert E. Lee Marshall spoke for Baltimore. 

The railroads defended their tariffs in a joint brief 
signed by George Stuart Patterson, Stewart C. Pratt, 
George R. Gaither, William Ainsworth Parker and Charles 
R. Webber, on the ground that supercharges will cause 
the release of cars and thereby break up the congestion 
at the ports. Messrs. Webber and Patterson made the 
arguments. 

In behalf of the Philadelphia exporters it was urged 
that, in the final analysis, the issue is the reasonableness 
of the charges proposed and not so much whether the 
charges will accomplish what is desired. The primary 
point made was that while the condition to be improved 
is temporary, the remedy is permanent. The Philadel- 
phia people pointed out that every one of the conditions 
cited by Chairman McCain as constituting the reason for 
the imposition of the supercharges is one over which 
the shippers can have no control. Ac:ording to Mr. Mc- 
Cain, the congestion was caused by the withdrawal of 
some steamships and the curtailment of service of others 
on account of the war in Europe; the use of vessels not 
properly equipped expeditiously to receive freight from 
the rail carriers and the resultant detention of the railroad 
lighterage equipment; the requisitioning of space in ves- 
sels for foreign government shipments, after other freight 
had been ordered to fill the space afterward used for 
the government freight; the employment of inexperienced 
freight handlers by the steamship companies, made neces- 
sary by the return to Europe of men subject to military 
service; irregularities in the arrival of vessels; extraordi- 
narily large shipments of munitions, which, on account 
of their bulk, necessitated slow handling; and, finally, 
abnormally large crops in the United States, coupled with 
the shutting off of other sources of supply, resulting in 
extraordinarily large shipments of grain. 

Not one of the facts mentioned by Mr. McCain, it was 
pointed out, was caused by the export grain dealers. The 
grain held in cars, they said in the brief filed for them by 
W. A. Glasgow, Jr., and Robert D. Jenks, deteriorates 
faster than grain in elevators and they are not anxious 
to have car storage at any price. They contended that 
the imposition of supercharges for “car storage” would 
be simply punishing grain dealers for the faults of others, 
even if the charges proposed were reasonable, which they 
said they are not. 


Export Grain Groupings. 
Immediately after the export grain storage charge case, 
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A. 8. Brooks, for the Colorado Southern and the Chicago, 
Rock Island & Pacific, and John B. Daish, for the Denver 
Grain Exchange, Galveston Commercial Association and 
the Pueblo Commerce Club, discussed the proposal of 
those carriers to rearrange export grain grouping in Colo- 
rado, served by the two railroads mentioned. Mr. Daish, 
for the protestants, contended that the railroads had not 
justified the increases which would result from the re- 
grouping. He said the railroads sought to justify by 
comparing the proposed export rates with the domestic 
rates on the theory that the justness and reasonableness 
of those domestic rates had been established, when, as 
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a matter of fact, they have been challenged. Mr. Brooks 
compared the proposed export with the domestic rates 
not only prevailing from Colorado to Galveston, but also 
with domestic and export rates in other sections of the 
country for like distances. He said it was impossible 
to compare in the matter of transportation conditions 
because no roads have conditions of transportation such 
as prevail in that territory. 

Mr. Daish showed that under the suspended tariffs the 


_rates on flour from Pueblo would be increased from 35.7 


to 36.2; on wheat from 30.7 to 36.2, and on rye from 30.7 
to 33.2. 





Do:ket of the Commission 


Note.—Items in the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Daily and since the 
last Issue of The Traffic. World. Cancellations and postpone- 
ments announced too late to show the change in this Docket 
will be noted elsewhere. 


October 16—Argument. at Washington, D. C.: 
8571—Public Service Commission of Washington vs. A. & V. 
Ry. Co. et al. 
8834—Kettle River Co. vs. M. P. Ry. Co. et al. 


October 16—Salt Lake City, Utah—Examiner Disque: 
8749—Inland Crystal Salt Co. vs. Camas Prairie R. R. Co. 
et al. 
$727—Knight Woolen Mills vs. D. & = G. R. R. Co. et al. 
8864—Browning Bros. Co. et al. vs. B. & A. R. R. Co. et al. 


October 16—Washington, D. C.—Examiner Waters: 
8796—Prest-o-Lite Co. vs. C. C. C. & St. L. et al. 
$811—Prest-o-Lite Co. vs. C. H. & D. et al. 


ay 17—St. Louis. Mo.: 
. & S. 820—Fruits and vegetables. 


Wisc 17—Washington, D. C.—Examiner Waters: 
8946—A. W. Burritt Co. vs. Can, Pac. Ry. Co. et al. 
October 17—Argument at Washington, D. C.: 
8712—Commercial Club of Mitchell et al. vs. A. & W. Ry. 
et al. 
8652—La Crosse Shippers’ Assn. et al. vs. C. C. C. & St. L. 
Ry. Co. et al. 
October 18—Argument at Washington, D. C.: 


8836—Wm. Adams et al. vs. A. B. & A. Ry. Co. et al. 
8641—Northern Potato Traf. Assn. vs. C. & A. R. R. Co. et al. 


October 19—Argument at Washington, D. C.: 
8734—Murphy Chair Co. vs. Wabash Ry. Co. 
8706—Herman W. Gersch vs. N. Y. N. r & H. R. R. Co. 

October 20—Argument at Washington, D. C.: 

Ir the matter of Bills of Lading (Docket No. 4844 and con- 

solidated cases). 

8369—F. H. Price & Co. et al. vs. A. T. & S. F. Ry. Co. et al. 
October 23—Washington, D. C.: = 
* 8725—Lake cargo coal rates. 

* 8598—Pittsburgh Coal Operators’ Assn. vs. Pa. Co. et al. 

* |, & S. 774—Bituminous coal to C. F. A. territory. 

* 6951—Kellogg Toasted Corn Flake Co. vs. Mich. Cent. R. R. 


Co. et al. 

* 7089—Jackson Chamber of Commerce vs. Ann Arbor R. R. 
Co. et al. 

* 7371—Battle Creek Chamber of Commerce et al. vs. B. & O. 
R. R. et al. 


* 7422—Cartercar Co. et al. vs. Kanawha & Mich. Ry. Co. et al. 
* 7662—Grand Rapids Assn. of Commerce et al. vs. Ann Arbor 


R. R. Co. et al. 
* 7667—Jackson Chamber of Commerce vs. Pittsburgh & L. E. 


R. R. et al. 

* ee Creek Chamber of Commerce et al. vs. Pa. Co. 
et al. 

* 7669—Cartercar Co. et al. vs. Grand Trunk Ry. Co. of Can. 
et al. 


s. Hocking Valley Ry. Co. et al. 
Assn. et al. vs. B. & O. 


Hocking Valley Ry. Co. 


* 9117—Sunday Creek Coal Co. v 
* 9137—Pittsburgh Vein Operators’ 
R. R. Co. et al. 
* 9149—Black Diamond Co. et al.. vs. 
et al. 
* §770—Balt. & Carolina S. S. Co. et al. vs. A. C. L. et al.” 
October 23—Argument at Washington, D. C.: 
=— Lumber Co. et al. vs. A. C. & Y. Ry. Co. 
eta 
8672—Traffic Bureau of Nashville vs. L. & N. . R. Co. 
7286—Henderson Commercial Club vs. Ill. Cent. R. R. Co. et al. 
October 24—Argument, Washington, D. C.: 
a of Commerce of Lexington vs. C. N. O. & T. P. 
Ry. Co. 
bar: Sd ped McFarland Lumber Co. vs. Butler County R.. R. 
oO. et al 
8608—W eis-Peterson Box Co. vs. M. & O. R. R. Co. et al. 
October 25—Argument, Washington, D. C.: 
et ar City & Memphis Ry. Co. vs. St. L. & S. F. 
; 0. 













6747—Himmelberger-Harrison Lumber Co. vs. St. L. & S. F. 
R. R. Co. et al. 

8616—Brown Stave Co. vs. St. L. & S. F. R. R. Co. et al. 

October 26—Argument, Washington, D. C.: 

8688—Pierce Oil Corporation vs. M. K. & T. a Co. et al. 

$617—Silk Association of America vs. P. R. R. Co. et al. 


October 27—Argument at Washington, D. C.: 
8558—The milk and cream investigation. 
7484—-Fairmont Creamery Co. vs. N. Y. C. & St. L. Ry. Co. 
7654—Golden & Co. vs. Adams Express Co. et al. 
7825—John H. Murchland et al. vs. P. C. C.’& St. L. Ry. Co 
7825—John H. Murchland et al. vs. P. C. C. & St. L. Ry. Co. 
7878—Walter A. Hall et al. vs. P. C. C. & St. L. Ry. Co. 
8034—Ohio Assn. of Creamery Owners and Manufacturers vs. 
B. & O. R. R. et al. 
eS enn Milk Exchange vs. P. B:. & W. R. R. Co. 
et a 
7852—H. P. Hood & Sons vs. D. & H. Co. 
October 30—New Orleans, La.—Examiner Thurtell: 
* 5969—-New Orleans Cotton Exchange vs. L. & N. R. R. Co. 
as —— Orleans Cotton Exchange vs. Southern Ry. Co. 
* 7147—New Orleans Cotton Exchange vs. Central of Georgia 
Ry. Co. et al. 
* ar ery Orleans Joint Traffic Bureau vs. M. & O. R. R. 
‘o. et al. 
Fourth Section Applications Nos. 1555 and 2222. 
eo, 30--Washington, D. C.—EXxaminer Burnside: 
* 1. & S. 490—Lumber transit privileges at Buffalo, N. Y. 
* 7506—Ruffalo Lumber Exchange et al. vs. Ala. Cent. Ry. et al. 
* “aa Commission of Florida vs. Southern Express 
o. et al. 


November 1—Argument, Washington, D. C.: 
* 8627—Freight Adjustment Steering Committee vs. 
R. R. Co. et al. 
Supplemental Fourth Section Orders 4960 and 5322. 


November 2—Argument, Washington. D. C.: 

* 1. & S. 862—Johnstown, Pa., Switching. 

* ser” ieteae Smokeless Coal Co. et al. vs. 
et al. 


A. CG L. 


Penna. R. R. Co. 


“ee y 3—Winston-Salem, N. C.—Examiner Bell: 
* 1, & S. 92i1—Southeastern manufactured tobacco. 


hee do 3—Argument at Washington, D. C.: 

* 1. & S. 3878—Davis Bros. Lumber Co. vs. 
Co. et al. 

* 8940—National Slag Co. vs. L. V. R. R. Co. et al. 

November 6—Atlanta. Ga.—Examiner Bell: 

* 8746—Atlanta Freight Bureau et al. vs. Sou. Ry. Co. et al. 

® 2” eee Freight Bureau et al. vs. L. & N. R. R. Co. 
et al. 


November 9—Atlanta, Ga.—Examiner Bell: 
* 9125—Coca Cola Co. vs. A. T. & S. F. Ry. 


Sovesner 10—Argument, Washington, D. C.: 
. & S. 857—Boston-New York Proportional Rates (No. 2). 

: & S. 867—Peddler Car Minimum. 

* 7760—Detroit Coal Co. vs. Mich. Cent. R. R. Co. 

* 8778—Atlas Portland Cement Co. et al. vs. Northampton & 
Bath R. R. Co. et al. 

November 11—Argument, Washington, D. C.: 

* 8758—Chicago Bridge & Iron Co. vs. Erie R. R. Co. et al. 

* 8967—G. H. Evans Lumber Co. et al. vs. Cent. of Ga. Ry. 
Co. et al. 

* 6624—Application of Grand Trunk Ry. Co. of Canada under 
the Panama Canal Act. 

November 12—Chicago, Ill.—Commissioner Daniels: 

* 8182—The cement investigation and consolidated cases. 

November 13—Tampa, Fla.—Examiner Bell: 

* |. & S. 886—Fruits from Florida. 

* 9098—Florida Growers’ and Shippers’ League vs. 
Co. et al. 

November 13—Washington, D. C.—The Commission: 

In re change in date for ending fiscal year. 
November 14—Tampa, Fla.—Examiner Bell: 
* 8538—Knight & Wall Co. vs. M. & M. Trans. Co. et al. 


CR. 1 & P. Ry. 


Co. et al. 


A. & V. Ry. 
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November 18—Montgomery, Ala.—Examiner Bell: 

* 3969—Southern Pine Lumber Co. vs. A. C. L. R. R. Co. et al. 
* 3985—Steagall & Lightfoot et al. vs. L. & N. R. R. Co. et al. 
* 9133—Alabama Chemical Co. of Ala. vs. S. A. L. Ry. Co. et al. 


November 20—Atlanta, Ga.—Commissioner Clements: 
* 8844—City of Atlanta et al. vs. Sou. Ry. Co. et al. 


November 21—Montgomery, Ala.—Examiner Bell: 
* 1. & S. 913—Forest products from Falco, Ala. 
* ie 5 geended atid Lumber Co. vs. Fla., Ala. & Gulf R. R. 
et al. 
December 15—Argument, Washington, D. C.: 
8131—In the matter of rates and classification of lumber and 
forest products. 
8714—Swift & Co. vs. N. Y. N. H. & H. R. R. Co. et al. 
ee Iron Co. of Virginia vs. C. & O. Ry. Co. 
et al. 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


October 6, in I. and 8S. No. 943, the Commission suspended 
from October 7 until February 4 an item in the following: F. 
A. Lelana, agent, I. C. C. No. 1153; Eugene Morris, agent, I. 
Cc. C. No. 609. ‘The suspended item canceis a proportional com- 
modity rate of 68.5 cents per 100 pounds on tresh meats, car- 
loads, St. Louis, Mo., to Fort Worth, Texas, applicable on 
shipments originating at New York, N. Y., Jersey City and 
Newark, N. J. The proposed rate St. Louis to Fort Worth 
is 89.3 cents. - 

October 9, in I. and §&. No. 945, the Commission suspended 
from October 10 and 20 until February 7 items in Sups. Nos. 5 
and 6 to Richardson’s I. C. C. No. F3036. The suspended items 
withdraw rates and charges now in effect for the movement of 
special baggage of passenger cars from, to and between points 
located on the Southern Railway Company in Mississippi and 
the Mobile & Ohio Railroad. The suspended items state that 
“hereafter no such rates, rules and regulations in effect.’ 

October 10, in 1. and S. No. 946, the Commission suspended 
from October 15 until February 12 Item 2, Page 11, Supplement 
2 to Western Classification No. 54, I. C. C. No. 12 of Fyfe. The 
suspended item would have the effect of increasing from Class 
E to Class B the carload rating on digester tankage, blood 
meal, meat meal and blood flour between points in Western 
Classification territory. 

October 10, in l. and S. No. 864, the Commission further sus- 
pended from October 13 until April 13 Southern Pacific Co.- 
Atlantic Steamship Lines I. C. C. No. 28 S. S. The suspended 
tariff increases rates on lumber from Bayou Sara, La., and 
other points of origin on the Louisiana Ry. & Nav. Co. to 
New York. The tariff was first suspended from June 15 to 
October 13. 

October 10, in I. and S' No. 862, the Commission further sus- 
pended from October 13 until April 13, schedules in Johnstown 
& Stony Creek I. C. C. No. 12. The suspended tariff increases 
switching charges between industries on the Johnstown & 
Stony Creek R. R. and points of interchange with the Penn- 
sylvania and Baltimore & Ohio. The tariff was suspended first 
from June 15 until October 13. 

October 11, in I. and S. No. 860, the Commission further sus- 
pended from October 13 until April 13, an item in Supplement 
No. 2 to Chesapeake & Ohio I. C. C. No. 6509. The suspended 
item withdraws joint rates on bituminous coal from mines on 
the Chesapeake & Ohio in West Virginia to Brookville, Ky. It 
was suspended first from June 15 until October 13. 

October 11, in I. and S. No. 861, the Commission further sus- 
pended from October 13 until April 13, items in the following: 
E. B. Boyd, agent, Sup. 2 to I. C. C. No. A634; Sup. 3 to L. C. C. 
No. A634. The suspended items withdraw proportional rates on 


. Oats and barley from Minneapolis and other points to New 


York and other eastern points. They first were suspended from 
June 15 and later until October 13. 

October 11, in I. and S. No. 863, the Commission further 
Suspended from October 13 until April 13, items in the following 
tariffs: Eugene Morris, agent, Sup. 3 to I. C. C. No. 571; C. E. 
Fulton, agent, Sup. 3 to I. C. C. No. A130; Southern Ry Co. (St. 
Louis-Louisville Divisions) I. C, C. No. C1705. The suspended 
items increase by 2 cents per 100 pounds rates on lumber from 
Troy, Tell City, Cannelton, Rock Hill and Rockport, Ind., to 
points in Central Freight Association territory located west of 
the Indiana-Illinois state line. The first suspension was June 
15 and later dates until October 13. 

October 12, in I. and S. No. 866, the Commission further sus- 
pended from October 17 until April 17 Sup. No. 17 to Louisville 
& Nashville I. C. C. No. A11902. The suspended supplement 
increases a rate on brick from Sibleyville, Ala., to Atlanta, Ga. 
It was first suspended from June 19 until October 17. 





Digest of New Complaints| 


No. 7818, Port Huron & Duluth S. S. Co. vs. P. R. R. et al. 
Application p the Grand Trunk for readjustment of the 
oa of the through rate allotted to it by the Com- 
ission 
No. 9192. Wilson & Co., Chicago, vs. Chicago, Milwaukee & 
St. Paul et al. . 
Against a rate of 30 cents on live hogs from Sioux Falls 
to Chicago as unjust, unreasonable and unduly preferential in 
favor of markets at Omaha and St. Paul. Ask for a rate not 
exceeding 24.5 cents and reparation of $5,077.05. 
No. 9193, Swift & Co., Chicago, vs. C. C. C. & St. L. 
Against the application of a 20,000 minimum on peddler 
cars under C. C. C. & Sit. L. tariff I. C. C. 401 as resulting 
in increased charges from Chicago to points in Indiana as 








< A TEE ET Ae TAPAS Me ae ae, 


THE TRAFFIC WORLD 781 


Snreneennnee charges. Asks for a cease order and repara- 

on. 

No. 9194. Lexington (Mo.) Flouring Mills et al. vs. Missouri 
Pacific et al. 

Unjust and unreasonable elevation charges on grain to 
Kansas City. Ask for a cease and desist order, just and 
reasonable rules and reparation. : 

~*~ > Florence Wagon Works, Florence, Ala., vs. L. & N. 
e e 

Against a rate of 66 cents on iron castings and forgings 
and 59 cents on iron bolts and rivets from Cleveland to Flor- 
ence as unjust and unreasonable. Asks for rates of 55.5 
and 51.5 cents and reparation. 

No. 9196. Pittman & Harrison Co., Sherman, Tex., vs. St. 
Louis, San Francisco & Texas et al. 

Unjust and unreasonable rates on grain from Gunter, Tex., 
reshipped at Lafayette, La., to Rayne, La. Asks for a cease 
and desist order, reasonable rates and reparation. 

No. 9197. Elton Lumber Co., Ltd., Hutchinson, La., vs. N. O. 
Tr. & M. et al. 

Against a combination rate of 37 cents on yellow pine from 
Hutchinson, La., to Rhinehart Spur, La. Asks for a cease 
and desist order and joint through rates. 

No. 9199. Standard Oil Co, of Kentucky vs. New York Central 

Against combinations on the Ohio on refined oil from 
Franklin, Pa., higher than the aggregate of intermediates. 

No, 9201. Penrod, Jerden & McGowen, Inc., Memphis, Tenn., 
vs. Mobile & Ohio R. R. Co. 

Against a rate of 22 cents on shipments of walnut logs 
from Jackson, Tenn., to Memphis, Tenn., via Corinth, Miss., 
as unreasonable, unjust and unduly discriminatory. Cease 
and desist order, the establishment of maxima rates and 
reparation asked for. 

No. 9202. Creamery Package Manufacturing Co., Coffeyville, 
Kan., vs. Kansas City Southern Ry. Co. et al. 

Against a rate of 29 cents on a carload of egg case fillers 
from Coffeyville to Gentry, Ark., as unjust and unreasonable. 
Ask for the application of a published rate of 20 cents and 
reparation. 

Against its rating as a 120 per cent point on the New York- 
Chicago scale as resulting in unjust, unreasonable and un- 
duly discriminatory rates and charges to the prejudice of 
manufacturers and jobbers at Petoskey. Ask to be placed 
on the 100 per cent point basis. 

No. 9210. The National League of Commission Merchants of 
the U. S. vs. P. R. R. 

Asks for reparation for $5,371.92 on account of unjust 
charges on fruits and vegetables on piers of the P. R. R. Co. 
by reason of a strike among freight handlers. 

No. 9211. Ward Fruit Co., Minot, N. D., vs. Northern Pacific 


et al. 

Against the application of unpublished rates on C. L. ship- 
ments of fruit from points in Washington to Minot, N. D., 
the rate imposed having never been published. Asks for 
cease and desist order and reparation. 

No. 9212. Texas Export and Import Co., Galveston, vs. Abilene 
Southern et al. 

Unjust and unreasonable charges on cottonseed cake and 
meal from points in Texas for export. Asks for a cease and 
desist order, reasonable rates and reparation for $3,425. 

No. 9213. Fred Lang, as the Kansas City (Kan.) Cut Stone Co. 
vs. Missouri Pacific. 

Against a charge of 6 cents per 100 on cut stone 
from Carthage, Mo., Kansas City, Kan., as unjust and un- 
reasonable. Asks for the published rate of 6 cents and 
reparation. 

No. 9214. Purity Ice Cream Co. et al., Tulsa, Okla., vs. A. T. 
& S. F. et al. 

Unjust and unreasonable charges on bulk salt from Lyons 
and Kanopolis, Kan., to Tulsa. Asks for a cease and desist 
order, reasonable rates and reparation. 

No. 9215. Dulaney Bros., Slater, Mo., vs. C. & A. 

Unjust and unreasonable demurrage charges on cement from 
Continental, Mo., to Slater. Asks for a cease and desist 
order and reparation. 

No. 9216. Terhune Lumber Co., Pittsburgh, Pa., vs. Gulf & Ship 
Island et al. : EE ES 

Excessive rates on pine lumber from points in Mississippi, 
Alabama and Louisiana to Kittanning, Pa., by reason of the 
absence of through rates in connection with the Pittsburgh, 
Shawmut & Northern. Asks for just and reasonable rates 
and reparation. 

No. 9216, Sub. No. 1. Same vs. C. R. I. & P. et al. 

Same complaint and prayer. ; 

No. 9216, Sub. No. 2. Same vs. Mobile & Ohio. 

Same complaint and prayer. . . 

No. 9216, Sub. No. 3. Same vs. New Orleans, Mobile & Chicago. 

Same complaint and prayer. 

No. 9217. Theodore Rosenwald, as T. Rosenwald & Co., New 
York, vs. C. M. & St. P. et al. 

Against advances in rates on hops from $1.50 to $1.75, C. L., 
and $2 to $2.25, L. C. L., from California shipping points to 
Groups A to J as unjust and unreasonable. Asks for a cease 
and desist order and reparation of $1,817.75. 

No. 9218. John McDonald and M. Neely, as McDonald Bros., 
Helena, Ark., vs. Morgan’s L. & T. R. R. and S. S. Co. et al. 

Unjust and unreasonable rates on shipments of relaying 
steel rails from Mackland, La., to Whelen, Ark. Asks for a 
cease and desist order and reparation. f 

No. 9219. The Studebaker Corporation of America, Detroit and 
South Bend, vs. Southern et al. 

Unjust and unreasonable rates and charges on automobiles 
and automobile parts from Detroit to Strasburg, diverted to 
Washington, D. C. Asks for a cease and desist order and 
reparation. 

No. 9220. The Scudder’s Gale Grocer Co., St. Louis and Cairo, 
vs. Southern et al. 

Against a rate of 24 cents on No. 3 kraut from Austin, Ind., 
to Cairo as unjust and unreasonable. Asks for the applica- 
tion of a published rate and reparation. 


ee 
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No. 9221. National Wholesale Lumber Dealers’ Association, 
ie York, for Currie & Campbell, Philadelphia, vs. Southern 
et al. 

Unjust and unreasonable rates and charges on lumber from 
Andrews, N. C., diverted to Cooper’s Point, Camden, N. J. 
Asks for reparation. 

No. 9222. Same, for John J. Soble Lumber Co., Inc., Rochester, 
N. Y., vs. Southern et al, 

Unjust and unreasonable rates and charges on chestnut 
lumber from Greenvilie, Tenn., to Webster, N. Y., diverted to 
Wellsville, N. Y. Asks for reparation. 

No. 9223. W. N. Matthews & Bro., St. Louis, vs. Chicago & 
Eastern Illinois et al. 

Against a double first-class rating in Western Classification 
tariffs on incandescent lamp guards, wire, not nested, in bar- 
rels, boxes or crates, L. C. L., as unjust and unreasonable. 
Ask for a first-class rating. 

No. 9023, Sub. No. 20. Emil Schwarz, doing business under the 
wn of ee Schwarz & Sons, New York, vs. G. H. & 
Ss et a 

Against the increase of the C. L. rate on hops from $1.50 
to $1.70 per 100 pounds and the L. C. L. rate from $2 to $2.25 
as unjust and unreasonable. Ask for a cease and desist 
order and reparation, 

No. 9023, Sub. No. 21. 
W. Pacific et al. 

Same as foregoing. 

No. 9023, Sub. No. 22. 
vs. Sou. Pac. et al. 

Same as foregoing. 

No. 9023, Sub. No. 23. 
vs. N. W. Pac. et al. 

Same as foregoing. 

No. 9023, Sub. te, OS. The Clemons Horst Co., 


Abe Magnus Sons Co., Chicago, vs. N. 


E. Clemons Horst Co., San Francisco, 


The Berger Bros. Co., Cincinnati, Ohio, 


San Francisco, 
vs. A. 5 
Same as preceding. 
No. 9023, Sub. my 25. Lillenthal Bros., Inc., of New York, vs. 
Atlantic City R. R. Co. et al. 
Same as preceding. 
No. 9023, Sub. No. 26. The E. 
City vs. G. T. & S. A. et al. 
Same as preceding. 
Ne. —. seed (Mich.) Business Men’s Association vs. Ann 
Arbor et al. 


LAKE LINES DIVORCE 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


That shippers are grievously dissatisfied with the situa- 
tion on the Great Lakes produced by the boat line divorce 
order of the Commission was made plain October 5 in 
arguments in the I. and S. case created by the filing of 
tariffs by the trunk lines canceling joint rates in connec- 
tion with the Detroit & Cleveland and the Cleveland & 
Buffalo boat lines. R. D. Sangster, speaking for the ship- 
pers on the Missouri River, said that the Great Lakes 
Transit Corporation at present exercises a practical mo- 
nopoly on the Great Lakes which is more in favor of the 
all-rail routes than was ever the fact while the trunk lines 
controlled steamship lines on the lakes. 

“That corporation has refused to make joint rates be- 
yond the lake ports to the Mississippi and Missouri River 
destinations,” said Mr. Sangster. “The Chicago combina- 
tion resulting from that refusal is 9 cents higher than 
were the former joint rates.” 

“Was this matter about the Transit Corporation in this 
record?” asked Commissioner Hall. 

That question gave Mr. Sangster an opportunity to go 
into a discussion of conditions on the Great Lakes which 
apparently was more complete than he intended when 
he began his discussion on the situation that will be 
brought about if the cancellation tariffs are allowed to 
become effective. 

“The situation caused by the refusal of the Great Lakes 
Transit Corporation to join in through rates to the Mis- 
sissippi and Missouri rivers is in this record to this cx- 
tent,” said Mr. Sangster. 

On cross-examination Chairman McCain of the Trunk 
Lines Association said that while the railroads respondent 
in this case do not control the ocean-and-rail rates he 
might frankly say that it is the policy of the trunk lines 
to narrow the spread between the all-rail and ocean-and- 
rail rates. 

Then Mr. Sangster, by way of answer to the McCain 
contention that the trunk lines do not control the ocean-and- 
rail rate situation, read from the Commission’s report on 


Wattenburg Co. of New York 
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the application of the Norfolk & Western to retain its in- 
terest in the Old Dominion Steamship Company. In that 
report the Commission said that the Pennsylvania con- 
trols the short-line all-rail route to Norfolk and also con- 
trols the Norfolk & Western, one of the direct factors in 
the making of ocean-and-rail rates to Cincinnati and St. 
Louis. From that statement of facts Mr. Sangster invited 
the Commission to consider whether the proposed can- 
cellation is not part of a general scheme evolved by the 
trunk lines for getting rid of water competition. The 
reason for establishing ocean-and-rail rates was the com- 
petition of the rail-lake-and-rail routes on the Great Lakes, 
of which about the only reminder are the joint rates 
applying over the routes of the steamship lines before 
mentioned. He suggested'that inasmuch as the Penn- 
sylvania controls one of the chief features in the making 
of ocean-and-rail rates, it cannot be said now that the 
Pennsylvania proposes to cancel the through rates on 
the lakes; that there is no connection between the policy 
of Chairman McCain and the cancellation of through rates 
on the Great Lakes. 

Others who discussed the question were T. H. Burgess, 
for the trunk lines; T. H. Garry, for the Cleveland & 
Buffalo Steamship Company; B. T. Bryan, for the St. 
Louis Business Men’s League, and A. C. Angell, for the 
Detroit & Cleveland Boat Line. 

Mr. Burgess, in response to a question by Commissioner 
Daniels, laid considerable stress on the short-hauling which 
he claims is a result of the trunk lines joining in through 
~rates with the boat lines. He said the Erie, which was 
the first to move toward cancellation, should be also 
subjected to the expense of publishing eastbound billing 
book, from which shippers obtained the rates for lake 
and rail shipments. The Erie claims that the boat line, as 
the originating carrier, should bear that expense. 


Mr. Bryan said that the dry goods trade in St. Louis 
would be hurt to the extent of $140,000 a year if the 
cancellations were allowed, because it obtained its keen- 
est competition from the Mohawk Valley district. From 
that district no ocean-and-rail rates apply. 

Mr: Garry said that if the cancellatins are allowed to 
become effective the boat lines cannot hope to get busi- 
ness. He said the service offered by them is slower than 
the ocean-and-rail or the all-rail and there must be a 
substantial difference in rates to induce shippers to use 
the slower route. He called attention to the fact that 
the cancellations apply only to the interior destinations in 
Ohio, Indiana, Illinois, the Mississippi River and beyond. 
In other words, the through rates to the lake ports of 
Cleveland and Detroit are to be left in, notwithstanding 
the argument about the trunk lines short-hauling them- 
selves by participating in this business. He also called 
attention to the fact that the Erie, which was put forward 
by the trunk lines, he said, to make this move, is not 
the important factor in this situation; that it is put to 
expense in getting traffic to and from the boat lines which 
other carriers are not subjected to. All the protestants 
called attention to the fact that the Lehigh Valley and 
the Delaware, Lackawanna & Western, having no rail 
beyond Buffalo, could not possibly be short-hauled on 
tonnage moving by the lakes, yet they are parties to the 
cancellation tariffs. 

Mr. Angell treated the matter as having been settled 
by the Commission’s decision in I. and S. 615. In that 
proceeding the trunk lines sought to increase their earn- 
ings on lake-and-rail business. Notwithstanding their hav- 
ing lost that case, he said, they are trying to accomplish 
the same thing in another way. 
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POSITIONS WANTED OR OPEN 


WANTED- NIGHT WORK—KEEN RATE EXPERT de- 
sires extra work after 5:30 p. m. or Saturday afternoon 
and Sunday. Rate statements, claim correspondence, 
checking expense bills, or any kind of work that will 
help an ambitious young man to acquire needed capital. 
H. R. 52, care The Traffic World, Chicago. 











EXPERIENCED TRAFFIC MANAGER, ten years’ east- 
ern and western line rate, two years’ cash grain; also 
accounting and stenographic experience; competent to 
manage cash grain office or industrial] traffic department, 
desires change for betterment. References. Address H. 
L. Christy, 201 Omaha Grain Exchange, Omaha, Neb. 
NASCENT ERIE TE TL AT A LT TE LEE TE ETE SET, TIT EERIE 8 NR 

Position as TRAFFIC MANAGER desired by man with 
over fifteen years’ experience with trunk line railroad 
in New York and New England, and now employed as 
assistant traffic manager by large manufacturing concern 
employing over five thousand hands. Age 40, married. 
Can furnish Al references. Box 93, care The Traffic 
World, Chicago. 
eV 

Position as TRAFFIC MANAGER or assistant traffic 
manager desired by young man 27 years of age. Seven 
years’ experience in revising freight rates and handling 
loss, damage and overcharge claims. I have a thorough 
understanding of the application of freight rates and the 
liabilities of common carriers. I could establish and main- 
tain a department for a commercial firm upon a highly 
remunerative basis. A 825., care The Traffic World, 
Chicago. 





TRAFFIC MANAGER, now employed, desires to change 
to some larger commercial house or commercial associa- 
tion. Has had technical training in interstate commerce 
and law and eight years’ practical traffic and executive 
experience. Twenty-seven years, married, and thoroughly 
steady in habits. K. B. 44, The Traffic World, Chicago. 





RATE CLERK wishes to make change. Five years’ 
experience quoting rates, compiling tariffs, etc. Age 25. 
A-1 references. Address “Energetic,” care The Traffic 
World, Chicago. 





TRAFFIC MANAGER wishes to make change from pres- 
ent position as traffic manager for large industrial con- 
cern. Eleven years’ experience in railroad and industrial 
trafic departments. Will accept position with railroad 
or large corporation as rate expert, traffic manager or 
assistant, where there is opportunity for advancement. 
L. 715, care The Traffic World, Chicago. 


WANTED—Complete set Interstate Commerce Commis- 
sion’s decisions. Buckram binding. Box 13, care Traffic 
World, Chicago. 


TRAFFIC MANAGER-SALESMAN.—Has many friends 
and acquaintances among railroad and steamship officials, 
including purchasing agents, having traveled considerably 
U. S. A., Canada, Cuba, desirous making change, com- 
bining industrial traffic managership with salesmanship. 
Have organized one of the best traffic departments in 
the East. Highest references. Steady. B. D. 26., care 
The Traffic World, Chicago. 
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COMMODITY CLAUSE SUITS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Arguments were made in the Supreme Court on October 
10 and 11 on the anti-trust and commodity clause suits 
against the Reading and the Lehigh Valley on the cross 
appeals filed by the government and the railroad com- 
panies to have the decision of the lower court reversed. 
The railroads desire the Supreme Court to reverse the 
holding that the ownership of otherwise rival coal com- 
panies constitutes a violation of the anti-trust law. 

The government desires the ultimate tribunal to direct 
the lower court to modify its decision so as to hold that 
the joining of the various railroads constituting the two 
systems was and is illegal and that the hauling of coal 
produced in the mines of subsidiary coal companies is a 
violation of the commodities clause. 

Solicitor-General Davis appeared for the government. 
The railroads were represented by John G. Johnson, 
Henry S. Drinker, Jr., Charles Heebner, Abraham M. Beit- 
ler and John J. Beattie. 


COMMISSION ORDER. 

Carriers parties to the Commission’s proceeding in I. 
and S. Docket 71, covering coal and coke rates, being un- 
able to agree upon divisions of rates, the Commission has 
reopened this proceeding for further hearing for the pur- 
pose of fixing just and reasonable divisions of the rates 
involved. Hearing upon application for further hearing 
which was filed by the L. & N. R. R. Co. will be held at 
Louisville, Ky., November 1, before Commissioner Mc- 
Chord. ‘ 

Petition for rehearing filed by defendants and certain 
of the interveners in case 7628, Dallas Chamber of Com- 
merce, Freight Bureau Department, et al. vs. Santa Fe 
et al., denied. 

Upon petition of the Denver & Salt Lake Railroad Com- 
pany, the Commission has reopened case 6197, Sub-No. 
3, Hayden Bros. Coal Corporation et al. vs. D. & S. L. 
Railroad Company et al., for further hearing, with a view 
to prescribing the proper division of rates under report 
of April 27. 

In case 8975, the Alaska investigation, the Commission 
has added the Pacific Alaskan Navigation Company as an 
additional party respondent. 


WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


2500 S. Robey St., Chicago, Ill. 





Do Business by Mail 
It’s profitable, with accurate lists of prospects. Our catal 
contains vital information on Mail Advertising. Also prices and 
quantity on 6,000 national mailing lists, 99% guaranteed. Such as: 
War Material Mfrs. Wealthy Men Fly Paper Mfrs. 
Cheese Box Mfrs. Foundries 
Shoe Retailers Doctors Farmers 
Auto Owners Axle Grease Mfrs. Fish Hook Mfrs. 
Write for this valuable reference book. Also prices and 
samples of Fac-simile Letters. 
Have us write or revise your Sales Letters. 
Ross-Gould, 822P Olive Street, St. Louis. 
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CLASSIFICATION DISTINCTIONS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

If the Commissioners are uninformed on any point 
about wall board, wood pulp board, wood pulp wall board, 
beaverboard, plastercon, pulp board, bottle cap board, or 
ship board, it is because W. E. Lamb and J. M. Stern- 
hagen told them so much about such things on October 
7 that it is beyond their power to remember. Lamb and 
Sternhagen on that day conducted a class in that branch 
of industrial science under the theory of testing the law- 
fulness or unlawfulness of the practice of carriers in 
Central Freight Association territory in rating “wall 
boards” at sixth class and “wood pulp boards” at 83 1-3 
per cent of sixth. 

It was Lamb’s aim to make the Commissioners under- 
stand that there is no difference between the wall board 
made by the Cornell Wood Products Company, which 
ships from Cornell, Wis., to Central Freight Association 
territory, and the wood pulp board mentioned in the clas- 
sification. 

His idea was that the carriers are trying to make the 
distinction because manufacturers of wall board at Buf- 
falo and St. Louis are shipping their products at sixth 
class because they are classified according to their trade 
names, while wood pulp board, by name, moves on less 
than sixth. He figured that unless the railroads can per- 
suade the Commission to allow a distinction to be made 
between different kinds of wood pulp board, based, he 
said, in this instance, on use, they will have to reduce 
the trade-name classification ratings to sixth. 

Mr. Sternhagen said that while the base of the wall 
boards shipped from St. Louis, Buffalo, Pittsburgh and 
St. Louis under trade-name classifications may be wood 
pulp board, the trade-name boards have been treated so 
as to add to their value and to distinguish them from 
the ordinary wood pulp board, which Lamb claimed his 
client makes and ships from Cornell. 

To enable the Commissioners to understand his point, 
Lamb was under the necessity of explaining that the 
stuff from which ice cream pails, oyster buckets and 
many fiber containers are made is wood pulp board. The 
carriers, in their testimony at the hearing, admitted that 
it was impossible to make rates based on value because 
the variations, according to the Commission in I. and S. 
No. 644, run only from $18 to $30 a ton, with about as 
many grades of value between the highest and lowest as 
there are dollars. Lamb argued that, in the final analy- 
sis, they are now trying to base differences in classifica- 
tions and rates on differences in use, the chief difference 
being between boards used on walls and boards used in 
the manufacture of containers. 

Mr. Sternhagen said the intention of the railroads in 
the first instance was to have a rating on wall boards. 
They made the classification of wall boards to carry 
plaster board and when the new kinds of wall boards 
came along the agents applied the wall board rate. He 
submitted that the beaverboard and the board manufac- 
tured at St. Louis are not plain wood pulp boards, because 
they have had something added to them after they go 
into the factories at St. Louis and Buffalo as pulp wood 
boards. Some are decorated, some are varnished, and 
others are coated with asphalt. Mr. Lamb admitted that 

there might be warrant in giving such decorated or 
treated wood pulp boards a higher rating than the un- 
decorated and untreated boards his client is shipping 
from Cornell, with each bill of lading indorsed with a 
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protest against the exaction of rates higher than those 
imposed upon wood pulp boards. 


RATES ACROSS LAKE MICHIGAN 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Chicago grain interests October 7 made strong repre- 
senations through H. J. Campbell, for the Chicago Board 
of Trade, for the elimination of the break-bulk rates 
across Lake Michigan from Milwaukee maintained by the 
Pere Marquette and the Grand Trunk. The Board of 
Trade, in its complaint, alleged that the maintenance of 
that rate constituted an unjust discrimination in favor of 
grain merchants at Milwaukee, because it is one cent 
lower than the all-rail rates from either Chicago or Mil- 
waukee, the two markets being on a parity in so far as 
all-rail rates are concerned. ‘ 

Mr. Campbell said it was immaterial to Chicago whether 
the break-bulk rate was raised, the all-rail rate lowered 
or break-bulk routes established from Chicago carrying 
the same rate as the routes from Milwaukee to the east 
shore of Lake Michigan. He said the break-bulk rate 
at Milwaukee was the only exception in the country to 
the plan or scheme of having equal rates on grain and 
grain products from points of origin to the East regard- 
less of the gateway through which the traffic moves. 
Milwaukee merchants, Mr. Campbell said, by reason of 
the maintenance of that break-bulk route and rate, were 
able to bid higher for grain in the West and undersell 
in the East. The break-bulk route, he said, was not in- 
ferior to the all-rail, wherefore, he contended, there was 
no justification for the lower charge which carries with 
it free storage in the elevator at Ludington until the 
Pere Marquette can obtain cars to move the grain. 


In behalf of the Pere Marquette, George C. Conn ad- 
mitted that in 1912 the railroad for which he was speak- 
ing undertook to bring the break-bulk rate up to the 
all-rail and he believed the carrier had justified the pro- 
posal then made by the showing that the service is more 
expensive. But, he said, inasmuch as the Grand Trunk 
would not agree to raise the break-bulk rate, the Com- 
mission’s permission to the Pere Marquette to make the 
advance was of no advantage whatever, because the two 
routes are in such keen competition that the one having 
the higher rate would get no business whatever. He 
said it was the business policy of the railroad now to keep 
in the break-bulk rate so as to get some business. 

“If this differential rate were withdrawn the Pere Mar- 
quette steamers would get no grain business,” said F. T. 
Reynolds, vice-president of the independent company that 
now operates the steamers formerly owned by the Pere 
Marquette. Answering a question by Commissioner Clark, 
Mr. Reynolds said the boats receive a division of 40 cents 
a ton on corn, wheat, rye and barley and of 50 cents on 
oats. The advances allowed in the Five Per Cent case 
caused these divisions to go up a little, Mr. Reynolds 
added. 

“Chicago may not be interested in how this equalization 
is accomplished, but the all-rail carriers other than the 
Grand Trunk and the Pere Marquette, serving Chicago, 
are deeply concerned,” said T. H. Burgess, who was 
speaking for the rail carriers other than those which 
operate the break-bulk route. “Chicago is willing to have 
the discrimination eliminated by a reduction in the all-rail 
rates or the elimination of the break-bulk routes. The 


all-rail routes take no .position on the question of the 
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differential, but they do insist that the all-rail rates are 
now as low as they can be placed.” 

“Chicago is playing the baby in this matter” said 
George A. Schroeder, for the Milwaukee Chamber of Com- 
merce, which is fighting for the retention of the advan- 
tage Chicago declares that city has over it. “The break- 
bulk route is a little additional facility. Take away the 
rate and the route is closed. Its use is possible only 
when the shipper is willing to take the risk of long de- 
lays and to wait for cars at Ludington. As to its being 
a price-fixer of grain and grain products in the enormous 
Chicago market, that’s all rot.” Mr. Schroeder said that 
during 1915 the movement of oats over the break-bulk 
routes was considerably larger than in any preceding year, 
but that increase in the volume was due to a fact which 
was well known, but which he did not think it proper to 
mention in this connection. It is supposed the British 
government routed large shipments in that way so as to 
give a long haul to the Grand Trunk, a Canadian carrier. 

In reply Mr. Campbell said this was not an attempt 
on the part of Chicago to take business from Milwaukee, 
but to remove the only exception there is to the equaliza- 
tion of rates on grain from points of origin in the West 
to destinations in the East. 


MUNCIE INDUSTRIAL CASE 

THE TRAFFIC SERVICE NEWS BUKEAU, 
Colorado Building, Washington, D. C. 
Examiner Waters conducted a hearing October 6 on the 
cumplaints of Ball Brothers Glass Manufacturing Company 
and the Muncie & Western Railroad Company against 
the Big Four and other trunk lines serving the industries 
at Muncie by means of the belt lines they have estab- 
lished at that point. The complainants alleged that it 
is unreasonable and unjustly discriminatory against the 
business of Ball Brothers Manufacturing Company and 
the Muncie & Western to make a switching allowance 
of $3 a car to the belt lines owned by the trunk lines, 
which allowance is deducted from the Muncie rate, while 
on traffic to and from the Muncie & Western they make 
an allowance amounting to only $1.12 a car, which is 
added to the Muncie rate. By reason of that allowance 
for the Muncie & Western belt line service being added 
to the Muncie rate, Ball Brothers Glass Manufacturing 
Company is compelled to pay higher freight charges, it 

was asserted, than other manufacturers at that place. 
The case is one of the several phases that have come 
to the front since the Commission entered upon its ex- 
pedition to abolish allowances to proprietary industrial 
roads. In its first report on the Muncie & Western the 
Commission held it up as the most glaring example it 
had ever found of an industrial road having been organ- 
ized to enable a shipper to force concessions from the 
published rates by reason of its control of tonnage shipped 
over a proprietary road. Commissioner Harlan’s report 
in that case had to be modified and rescinded in part 
because of the reversal of the Commission’s policy forced 
by the Supreme Court’s decision in the Tap Line case. 
The trunk lines liked the Commission’s decision in the 
original case, so, according to the complaints in this one, 
they did everything possible to make Ball Brothers Glass 
Manufacturing Company operate the proprietary lines 
established by it at its own expense. The result was that 
the proprietary belt line and the glass manufacturing 
company filed the formal complaints on which Mr. Waters 

conducted the hearing. , 

Witnesses placed on the stand for the complainants 
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This Truck Saves Three Handlings 
of Your Freight 


If your carlot freight be shipped “Via Ho- 
boken Shore Road”—Your cars are switched 
directly onto Hoboken Shore Road belt line 
as soon as they arrive in Hoboken. 

This belt line connects trunk line terminals 
directly with wharves of steamers. 

This electric truck above pictured receives 
your goods directly from the freight car. No 
unloading and standing on platform. Plenty 
of these trucks are continually in service, so 
that there is never any freight delay. 

Next—the truck, carrying a ton of freight, 
moves directly to the ship’s side, unloading 
freight into nets. No unloading onto wharf 
= standing there, to be hand trucked to nets 
ater. 

Note that truck is exact width and height to receive 


goods easily and rapidly from car. This means ease 
in handling and makes for safety of goods. 





HOBOKEN SHORE ROAD 


connects with 
New York Central 
(Except between Chatham 
and Mt. Vernon and Nep- 
perhan, N. Y.) 
West Shore R. R. 
Pennsylvania R. R. 
D. L. & W. R. R. 
Erie R. R. 
Lehigh Valley R. R. 
Central R. R. of N. J. 
ee ig & Ohio oy R. 


Every Shipper 
in United States 
May Have 
Hoboken Shore 
Road 
Terminal Service 
FREE 


FOR ALL CARLOT SHIP- 
MENTS IT HANDLES 
FREIGHT TO THE 

Holland-American Line 
Scandinavian-American Line 
Wilson Line 
Hamburg-American. Line 
North German Lloyd Line. 


HOBOKEN SHORE ROAD 


Foot of Fifth Street Hoboken, N. J: 
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were L. A. Clark, traffic manager for Ball Brothers Glass 
Manufacturing Company; John W. Allen, a bookkeeper, 
and George A. Ball, one of the officers of the corporation. 
The trunk lines put forward as their first witness W. F. 
Tierney, the manager of the belt roads owned by the trunk 
lines. 

The effort on the part of the Muncie & Western was 
to show that it renders services worth more than the 
allowance made by the trunk lines. The effort of the 
glass company was to show that it was a discrimination 
against it as a shipper to publish the rates, as proposed, so 
as to compel the Ball company to pay as much as other 
Muncie manufacturers and then, in addition, whatever 
of allowances the trunk lines pretended to make to the 
Muncie & Western, the Ball company belt line. Henry 
B. F. MacFarland of Washington, Rollin Warner and 
Arthur W. Brady of Muncie and Anderson, Ind., appeared 
for the complainants; E. S. Ballard for the trunk lines. 


_ TO RELIEVE CAR SHORTAGE 
THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
The Interstate Commerce Commission on October 6 an- 
nounced that, with a view to relieving freight car short- 
age, it would offer no objection to the Louisville & Nash- 
ville paying the freight charges of connecting carriers 
from Columbus, Ohio, to Cincinnati on new box cars 
which the Southern Pacific was having forwarded to it 
from Columbus, in order that the Louisville & Nashville 
might carry these cars loaded with its own freight from 
Cincinnati to New Orleans. The Commission expressed 
the view that such an arrangement from the facts pre 
sented appeared lawful provided no discrimination against 
any other shipper or against any other carrier would 
result. 


EQUALIZATION OF PORTS 

THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

The Commission October 7 authorized export rates via 

gulf ports on unloaded shells other than small arms from 

Chicago, Hegewisch, East Moline, St. Louis and Charles 

City, Ia., same as via New York. The rates are 28.5 cents 

from Chicago, Hegewisch and St. Louis, 33.9 from East 

Moline, and 49.5 from Charles City. This was done to 

avoid congestion at New York and in furtherance of the 

policy of the Southern and Illinois Central to equalize 
New York and New Orleans. 


EXPRESS RATE HEARING 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Accepting the Cummins amendment to the Cummins 
amendment of the Carmack amendment in good faith, the 
express companies of the country have asked the Com- 
mission to allow them to make rates based on agreed or 
released values. The Commission October 11 reopened 
the old express rate case, Docket No. 4198, so as to hold 
a hearing on the subject in Washington October 23. The 
notice of the hearing is as follows: 

“The express companies, respondents in the above- 
entitled case, having petitioned the Commission for an 
order authorizing the maintenance of express rates de- 
pendent upon the value declared in writing by the shipper 
or agreed upon in writing as the released value of the 
property. 

“It is ordered, That the Commission enter upon a hear- 
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ing concerning the propriety of the issuance of such an 
order, said hearing to be limited and confined to the 
presentation of and consideration of the said petition. 

“It is further ordered, That this proceeding be assigned 
for hearing at the office of the Commission in Washing- 
ton, D. C., on the 23d day of October, 1916, at 10 o’clock 
a. m.” 


NO EXPLOSION INVESTIGATION 
THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

The Interstate Commerce Commission on October 9 
for the second time refused to make an investigation into 
the explosion of munitions on Black Tom Island, New 
York, declaring that it lacks jurisdiction. This second 
response was made in a communication to W. E. Malla- 
lieu, of the National Board of Fire Underwriters. This 
organization twice petitioned the Commission to make 
the investigation. When the Commission first refused, 
the fire underwriters filed a long brief on the subject 
of jurisdiction. In its response the Commission said: 

“The Commission has given consideration to your let- 
ters relative to the recent fire and explosion at Black 
Tom and to the arguments which you advance in favor 
of having the Commission institute an investigation of 
this occurrence. 

“I am directed to say that there seems to be nothing 
to add to my former letter on the subject. The Com- 
mission does not consider this occurrence an accident 
such as is plainly contemplated by the act which author- 
izes the Commission to investigate collisions and other 
accidents upon the lines of common carriers. We have 


-heard no suggestions that any of the explosives or other 


dangerous articles which were destroyed in this fire were 
packed, marked or transported in violation of the Com- 
mission’s regulations or the law under which those regu- 
lations were prescribed. We think it is inconstestibly 
established that the fire was known to have been burning 
for some two hours before any explosion occurred. The 
right of common carriers engaged in interstate commerce 
to transport explosives is recognized by statute; that 
statute does not limit the quantity which a cnttes can 
transport. 

“As I previously stated, the Commission promptly ant 
its inspector on to the ground for the purpose of ascer- 
taining whether or not anything was involved over which 
the Commission had jurisdiction or if any of the circum- 
stances indicated that any duty devolving upon the Com- 
mission demanded further investigation at its hands. 

“To your suggestion that either there was a violation 
of the Commission’s regulations or those regulations are 
inadequate to care for the dangerous conditions then ex- 
isting, I have to say that the Commission has given most 
exhaustive consideration to every suggestion that has 
come to it within the scope of its powers to prescribe 
regulations for the safe transportation of explosives. 
Manifestly the Commission cannot, by a regulation, prevent 
gunpowder from going off if fire reaches it. 

“The Commission does not feel that it has either the 
duty or authority to undertake further investigation of 
this occurrence, and it is without power to enter any 
order that would prevent a similar occurrence under the 
circumstances, as we understand them.” 

J. A. Shepard, superintendent of terminals for the Mis- 
souri Pacific at Kansas City, has been elected president 
and general manager of the Trans-Mississippi Terminal 
Company of New Orleans. 
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Industrial Trucks 
for Handling Freight 


Storage battery industrial trucks and 
tractors are being adopted very widely for 
the handling of freight. This is due to the 
large loads they will haul, the ease with 
which a load can be handled, the speed of 
the trucks and the fact that they can be 
operated by ordinary workmen. 


~The,“ froncladzExide” Battery 


is especially adapted for use in industrial trucks and tractors. It is a battery of long life, 
that gives a reliable everyday service, that requires very little attention and that 1s built to 


stand continuous hard service. 


The “roncladeExtde” Battery is not the ordinary lead battery and should not be 
confused with it. It is different in design and in the details of assembly. It is a business 


battery for business men. 


Chicago 
St. Lo 


THE ELECTRIC STORAGE BATTERY CO. 


PHILADELPHIA, PA. 1916 
Rochester r San Francisco 


Denver Pittsburgh < 
ashington Detroit eronto 


Ze TJEAL. machine 


“‘The Machine That Safeguards Shipments’’ 


Here are five reasons why the purchase of an Ideal Stencil Machine will be a profitable investment 


for your firm: 


Speedy, Accurate, Durable, Easy 
to Use. One of the three models, 
for marking small, medium and 
large shipments, will fit your ship- 
ping needs and save you time and 


money. 
IDEAL STE 


Agencies and Branches in all principal cities. 


As a Friend of THE TRAFFI 


1, The IDEAL puts more working hours in the day for your 
Shipping Clerk by saving the time now required to mark shipments 
with the smeary brush-and-pot addresses. 

2. Every stenciled address is clear, plain, easy-to-read. No 
errors can result. No delays or misdeliveries can occur, for the 
STENCILED ADDRESS safeguard» your shipments. 

3. With the IDEAL anyone in your plant can mark just as 
neatly as anyone else. No sign painter or letter artist is needed. A 
poy can do the marking better, cheaper and quicker. 

4, Smeary, blurry, hand-scrawled addresses create bad impres- 
sions. Neat, plain, stenciled addresses create pleasant, good impres- 
sions. How do you want your customers to feel about their ship- 
ments? |\#\2|'| | j 

5. Ford Motor Co. (70 Ideals), Armour & Co., Standard Oil Co., 
Underwood Typewriter Co., Carnegie Steel Works, Thos. A. Edison, 
Inc., and thousands of shippers throughout the country find it cheaper 
to own the IDEAL than to try to do without it. Your firm should 
be among them! . 


A letter from you will bring a copy of “SAFEGUARDING 


YOUR SHIPMENTS,” a valuable shipping efficiency book, and a 
free “FROM STENCIL” of your own firm name. Write! 


NCIL MACHINE COMPANY 
20 Ideal Block, Belleville, Ill., U. S. A. 
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This directory of Warehousemen, Transfer Agents, Fre‘ght Forwarders, Customs Brokers, etc., presents the 
a of some of the livest and most progressive of such concerns in the country. They invite cor- 

ag from our readers and can help you if you will lay your d‘stribution or forward d fliculties 
be them for solution. Practically branch service available without payroll or building investment. 










SHREVEPORT, LOUISIANA 


Caddo Transfer & Warehouse Co. Inc. 


Special attention given to merchandise stock storage 
st Carloads for distribution, less carloads for 
a ee. Reshipments and forwarding by Express 







we LARGE WAREHOUSES ON RAILROAD TRACKS. 








LINCOLN, NEB. 


Best Distribution Point in the -West 


Western Transfer and Storage Co. 







220 TO 226 STANTON ST. : Merchandise in car lots distributed to all =. House- 
Et PASO, TEXAS. hold goods assembled and shipped in car lots at reduced 
FORWARDERS AND DISTRIBUTORS. rates. 3 FA one eee Beer fa 
Oe a wanetouses’o SPep AL TY. iy ergy arb Space, 7 cars. 
ervice—the foundation of our success, 
The only FIREPROOF storage in El Paso. CARTER TRANSFER & STORAGE CO., 8th and Q Sts. 







Cut Rate Package Car Service from Seaboard Territory. 





ST. JOSEPH TRANSFER CQ. 













EDGAR’S SUGAR HOUSE, Inc. ) wares 
“ Ld 
620-532 LAFAYETTE BLVD. =e 
DETROIT, MICH. 8ST. JOSEPH -—- - Mo. 
Bight fireproof warehouses on tracks of principal rail- MERCHANDISD STORAGE WAREHOUSE. 
front. Lowest insurance rates in the city, Twelve sute CARLOAD AND L. C. L. DISTRIBUTION 
Wi 8 6 “ 
vr vd PROMPT SERVICE GUARANTEED. 





trucks for delivery. Write for further particulars. 















CHICAGO— 
Buffalo Storage & Carting Co. Chicago Storage & Transfer Co. (Not Inc.) 
350 Seneca St., Buffalo, N. Y. 5851-61 WEST 65TH STREET 
e Excellent facilities for shipping L. C. L. lots without 
bis Storage, Transfer and Forwarding cartage. Carload distribution a specialty. Daily motor 
- as. , cc the city at very reasonable prices 
Warehouse on New York Central Tracks INSURANCE RATE SEVENTEEN CENTS. 


















The Wiley & Nicholls Co. | ROCHESTER, NEW YORK 
UNITED STATES BONDED WAREHOUSES AND General Storage. Forwarding. Carload Distribution. 
GENERAL STORAGE-DISTRIBUTORS Excellent ge for Senos whew postage. pesue~ 
; te cents. embers o merican arehouse- 
Warenousemen and Forwarding Agents.’ Drayage and ease i 
Heavy Hauling a Specialty. Fireproof Warehouse. Low- men’s Association and American Chain of Warehouses. 
est Insurance Rate in City. Write for particulars. 
GALVESTON. TEXAS B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 






The Union Transfer Co. Byvank pops ed Storage Co. 








107 REED STREET 
FREIGHT TEAMING—SHIPPING AND RECEIVING WATERLOO, IOWA. 
AGENTS RESHIPPING AND DISTRIBUTING 
CARLOAD DISTRIBUTORS 
A SPECIALTY. 
The Best Equipped Transfer Company in the City 







CHICAGO : 
Louisville Public Warehouse Co., Inc. 
Jos. Stockton Transfer Co. LOMNNEEM, SC. 


688 ‘The Rookery Buliding Import and export freight contractors, transfer and 
reshipping agents, custom house brokers. Bontded and 
free warehouses. 








Teaming of Every Description—City Delivery Service 
and Carioad Distributors. 
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THE TRAFFIC WORLD 


Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, ete. (Continued) 
EXPORT SPECIALISTS 


THROUGH RATES 
MARINE INSURANCE 


LEAVE IT ALL TO US 4 war Risk 


CONSULAR ARRANGEMENTS 


COLLECTIONS 


Completely Covering Shipments by 
. RAIL and OCEAN 
to All Parts of the World. 


JUDSON FREIGHT FORWARDING CO. 


Home Offices: CHICAGO NEW YORK BOSTON PITTSBURG ST. LOUIS LOS ANGELES. SAN FRANCISCO 
Foreign Agencies in All Principal Cities and Ports in Europe, Asia, Africa, Australasia, Chins, Japan, South America, Philippine Islands, ete 


Security Warehouse Company 
MINNEAPOLIS, MINN. 
Northwestern Distributors for nearly all Nationally 
Advertised ty Car Trackage 





Space. 
Motor Truck delivery in Minneapolis and St. Paul 


LITTLE ROCK, ARK. 


Distributers of Pool Cars and General Warehousing. 
Parcel Post distributers of catalogs and merchandise. 
Fireproof building. Track connections with all roads. 


Terminal Warehouse Company, 109-111 Rector Avenue 








D. A..MORR TRANSFER AND STORAGE CO. 


KANSAS CITY, MO. 
PE ome Central Street 
ISH STORAGE, FORWARD- 
TRIBUTIO 


N AND CITY D 
Direct ar Canauatited With All Raliroads. Fireproof Storage, 
Sprinkler System. 





Springfield, Mass. 


Central Warehouse & Transfer Co. 


Office: 315 Bridge St. 
TRANSFERRING AND RESHIPPING 
GENERAL STORAGE, FURNITURE STORAGE, ETC 


TOLEDO, OHIO 


STORAGE—PORWARDERS—DISTRIBUTORS 
fhe best distributing point for northwestern Ohio, and In- 
switching charges om car dither in or ont. 
The Toledo Warehouse Co. 


Gorrespondence Solicited. 
Members American and Interstate 


Minneapolis Transfer & Warehouse Co. 


MINNEAPOLIS, MINN. 
122 SOUTH FIFTH STREET 


DISTRIBUTORS OF POOL CARS AND GENERAL 
WAREHOUSING 











1808-19 La Grange St. 
’s Associations. : 


PHILADELPHIA, PA. 


BEST DISTRIBUTING POINT IN THE EAS) 
Railroad Sidings, Penna. R. R. and Phila. & Reading 
Experienced in giving Best Warehouse Service 
SCOTT PAPER CO. WAREHOUSE 
Cc. R. CLEMENTS, Manager 


Trackage, Capacity 18 cars a day. _ Very low insurance 





‘St. JOSEPH WAREHOUSE AND COLD STORAGE Co. 
SOUTH ST. JOSEPH, MISSOURI 





storage Fire proof buildings 
facility 





at season 
“No Switching Charges on Cartload- Shipments 


Omaha Fireproof Storage Co. 
806-18 SOUTH {6TH ST., OMAHA, NEB. 


EIGHT AND ONH-HALF ACRES FLOOR SPACE 
INSURANCE RATH 20 CENTS . 
TRACKAGE sats oN 10 CARS. GENERAL TEAMING 
A AUTO SERVICE. 


Savannah Bonded Warehouse & Transfer Co. 


SAVANNAH, GEORGIA 
GENERAL STORAGE—RE-CONSIGNING—DISTRIBUT- 
Nea aac AND EFFICIENT 
ERVICE—EXCEPTIONAL FACILITIDS— 
STOM HOUSE rege ma 
Members American Chain of Warehouses 
Members American Wardhoeune iavectation’ 
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WASHINGTON 


Takes Time and Costs Money 


WHY TAKE IT 


SEAL AC UMM SCRA ETT ELUNE AA TneNt A ELD AAALL ERA 








MALASUEDUNES EO GUHA TNL TENT UTNE 


Witt 





ELYULEGAROOL PRATT LATAT 


VOOLATOOATALUGUU ALCO CETL 


Traffic Service Bureau 


with its intimate knowledge of the 
various Governmental Departments 
will serve you reasonably and well? 











YUQUUUTESASEAUO EA TOEAAOAUEAENEL EU EEOSETT OREN A SEES EAU 





ESUOMOETEDONONAOENPLAOUOANAAH eONUSSUOOUTU SONA LOAAUUANNAIIUN 


RATE COMPILATIONS OR COMPARISONS 
CLASSIFICATION INQUIRIES 
STATISTICAL OR HISTORICAL DATA 
ANY SPECIAL SERVICE 


WRITE SPECIAL SERVICE DEPARTMENT 


The Traffic Service Bureau 


Owners and Publishers The Traffic World 


505 COLORADO BLDG. WASHINGTON, D. C. 
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